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THE SHIPPING BOARD MUDDLE 


Regardless of which “side” in the Shipping Board 
controversy one may take, it seems to us that there can 
be no argument as to the fact that the muddle in which 
the board finds itself over the question as to what shall 
be the policy with respect to the function and authority 
of the Emergency Fleet Corporation is a clear illustra- 
tion of the futility of the government attempting to 
engage in the shipping or any other kind of business. 
The function of private enterprise in business is to get 
business for the purpose of making money. Incidentally, 
in the desire to make money, the private business man 
gives efficient service to his customers and, in order to 
do that, employs business methods. Not so when the 
government is in business. The ideal, of course, is the 
same—to give efficient service—but the necessity for 
maintaining such service in order to make money is not 
present, nor is the necessity for having business-like and 
efficient methods. On the contrary, questions of political 
expediency and political jealousies are always foremost 
and, even with the best intentions, it is impossible to es- 
tablish and maintain the practical methods that, of- ne- 
cessity, must apply in private business, lest it perish. 

It is quite aside from the point, in this case, that 
one sides with the President of the United States and 
certain members of the board, on the one hand, or with 
other members of the board, on the other hand, as to 
the proper function of the head of the Emergency Fleet 
Corporation. Whoever is right, the fact remains that, 
under government administration of business, there must 
be squabble and inefficiency without practical business 
results, all at the expense of the taxpayers. If anything 
Was wanted to prove the case, it seems to us that the 
Incidents referred to show beyond doubt that, if we are 
to have a Shipping Board at all, it should be concerned 
only with the regulation of water carriers and not with 


actual operation of ships in competition with private 
enterprise. 

The attempt of the government, through the Shipping 
Board, to engage in the shipping business is much the 
same as if the Interstate Commerce Commission were to 
attempt to operate a government-owned or government- 
aided railroad in competition with privately owned rail- 
roads. With all respect to the Commission, whose abil- 
ity to tackle such a task is undoubtedly far superior to 
that of the Shipping Board, its attempt would result 
necessarily in bungling and incompetency. Let the gov- 
ernment regulate and restrict and legislate to the extent 
that our representatives in Congress think it ought, but 
let it stay out of business, for the good of all concerned. 
There never was a better slogan more poorly observed 
than “Less Government in Business.” We hope that, 
out of the trouble the Shipping Board question is making 
him, our hard-headed President may conclude that this 
board should be purely a regulative body and will en- 
deavor to have enacted legislation that will give effect 
to his conclusion. 


Admiral Leigh C. Palmer, recently deposed head of 
the Emergency Fleet Corporation, is the author of an 
article in a recent issue of “Nation’s Business,” published 
before the upheaval which led to his removal, or, at least, 
before knowledge of the upheaval had reached the public. 
The heading over his article was: “Government Can’t 
Compete on the Seas.” He gave many reasons why that 
sentiment was true, concluding with the following: 


“Private operators have their own troubles in the 
shape of wages and fixed-charge differentials, as com- 
pared with foreign competitors, and, due to our laws, 
cannot overcome these charges unless some form of aid 
is given them, but they are free of the many disadvan- 
tages of government operation.” 


Admiral Palmer does not say what he thinks about 
the laws that make, in his opinion, government aid nec 
essary for an American merchant marine. Perhaps he 
might be able to recommend some changes that would 
make government aid less necessary. But, whether that 
be true or not, here is at least the word of an expert, if 
expert testimony is needed, that the government has no 
business in business. In the first place, government 
employes seldom know much about business. At least 
they are seldom appointed because of any such knowl- 
edge. In the second place, government red tape and 
political complications make it impossible for them to 
apply effectively such business knowledge and ability 
as they may have. 
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Texas, Mexico, New Mexico 
Arizona =< California 


are efficiently 
served by the ® * 


Two manifest through freight trains daily 


via 
Bells, | Tenn. GM&N | Newton, Miss., Vicksburg Route, Shreveport, La. } and lines 
Jackson, Tenn. — Laurel, Miss., N.O.& N. E. R.R., New Orleans, La. 


and 
® connections 





diverging 


CONDENSED DAILY MANIFEST THROUGH FREIGHT SCHEDULES 

















Example Example 
No. 55 by days No. 51 by days Connections 

8:00a.m. Mon. 3:30p Mon..... Lv. Bells, Tenn. L. & N. 

9:30a.m. Mon. 4:55 D. nn Mon..... Lv. Jackson, Tenn. I. C.—M. & O.—N. C. & St. L. 
12:30 p.m. Mon. 7:43p.m. Mon..... Lv. Middleton, Tenn. Southern 

3:35 p.m. Mon. 11:01 p.m. Mon..... Lv. New Albany, Miss. St. L. & S. F. 

7:54p.m. Mon. 3:08a.m. Tues.....Ar. Mathiston, Miss. C. & G. 

4:50a.m. Tues. 11:20a.m. Tues.....Ar. Union, Miss. J.& E. 

3:30 p.m. Tues. 3:30p.m. Tues.....Ar. Meridian, Miss. A. G. $8.—Southern 

6:18 a.m. Tues. 12:50p.m. Tues.....Ar. Newton, Miss. A. & V. 
11:30 p.m. Tues. 12:10a.m. Wed..... Ar. Jackson, Miss. A. & V. 

2:00 p.m. Tues. 2:30a.m. Wed.....Ar. Vicksburg, Miss. V.S. & P. 

6:55a.m. Wed. 5:30p.m. Wed..... Ar. Shreveport, La. Diverging lines West 

9:30a.m. Tues. 3:45p.m. Tues.....Ar. Laurel, Miss. N. 0. & N. E. for New Orleans and West 
10:00 p.m. Tues. 1:05a.m. Wed.....Ar. New Orleans, La. Diverging lines West—All Steamship Lines 


2:30a.m. Wed. 2:30a.m. Wed.....Ar. Evanston, Miss. Mississippi Export 
5:15a.m. Wed. 5:15a.m. Wed..... Ar. Mobile, Ala. L. & N.—M. & 0.—Sou.—All Steamship Lines 


Second morning arrival from Memphis, third from St. Louis, fourth from Chicago, Kansas City 
and Wichita, at Mobile and New Orleans; and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwestern 
and Pacific Coast territories. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 


Weekly Refrigerator cars from Chicago ‘to Meridian, Laurel and Mobile. 


Preferred attention given to Import, Export and Intercoastal traffic via Mobile, Gulfport, New 
Orleans and Key, West, Fila. 


Memphis, Tenn. 
Chicago, Ill. 4 M. Lamon, D. F. A. 
EL. L. Mountfort, A. T. M TRAFFIC AGENCIES: Meridian, Miss. 
Sh La. L. L. Lapp, D. F. A. 
“ea . 2. : MOBILE, ALA. New patton La 


Detroit, Mich. 
EK w. 


Gosiee, D. F. A. J. A. JACKSON, Ass’t Traffic Manager + Se ® 4. 


New York, N 
Kansas City, Mo. (In Charge of Imports and Exports) W. R. Butler, %. F. A. 
J. 8. Chartrand, D. F. A. a Pa. 
Les Angeles and San Francisco W. H. Askew, A. G. F. A. M. Chittick, D. F. A. 
M. F. Smith, P. C. A. C. H. Dege, Jr., D. F. A. St. ye Mo. 


O. Lewis, D. F. A. 


“THE ROAD OF SERVICE”? 


D, 
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COOPERATIVE RATE MAKING 

The report of the public relations committee of the 
National Association of Railroad and Utilities Commis- 
sioners, in session this week at Washington, contains 
much that is good, but nothing better than its discussion 
of the railroad rate committees. In the improvement of 
the system in use, it says, lies one of the most important 
means of allaying distrust and building up good will 
between the carriers and the public. It seems, indeed, 
in the following language, to suggest something like a 
plan of cooperative effort between shippers and carriers 
in the making of rates: 


“The outstanding success of cooperation with ship- 
pers in the field of service should have disarmed the 
suspicion of railroad rate men and made them more 
friendly to the same method with respect to the rate 
problem.” 


The reference here is, of course, to the shippers’ 
regional advisory boards that have worked so well in 
the solution of service problems. There is no doubt 
that there is plenty of room for improvement in the 
handling of rate matters through committees, and it has 
been suggested that a scheme something like, in prin- 
ciple, the regional advisory boards, be adopted for the 
handling of rate matters. In this connection we call 
attention to an editorial in The Traffic World of April 25, 
1925, and an article in the May 2 issue by C. E. Childe, 
of Omaha, in which he set forth a concrete plan for 
national shippers’ rate conference boards. We do not 
think, nor does he, that he has said the last word on 
the subject. His idea was merely to set up something 
concrete to be “shot at.” But there has been little shoot- 
ing. It may be, as the committee report referred to 
assumes, that railroad rate men are unfriendly to such 
a scheme as is proposed. They naturally would be, at 
least at first and until they had considered the matter 
thoroughly. But there has been nothing of public dis- 
cussion’ to show what their attitude is or that they even 
have an attitude. We hope, now that the N. A. R. U. C. 
committee has brought the subject up again, that there 
will be some discussion in the interest of progress, if 
any is to be made along this line. 


RAILROAD CONSOLIDATION 

In this column last week we expressed disagreement 
with Mr. Alfred P. Thom in the matter of railroad con- 
solidation. We wish now to qualify our statement a 
little, or, rather, to make ourselves more clear. 

We are in agreement with Mr. Thom that the pres- 
ent consolidation law ought to be repealed and that 
consolidation ought to be merely permissive, under the 
jurisdiction of the Interstate Commerce Commission, on 
the theory that consolidation, when along natural lines 
and in the public interest, ought not to be hampered 
and that the Commission may be trusted to see to it 
that the public interest is safeguarded. This is also the 
Position of the Associated Traffic Clubs of America and 
of the National Industrial Traffic League. We also agree 
that, if consolidation is to be permissive, the machinery 
by which it may, when found advisable, be brought 
about, ought to be provided and ought to be as efficient 
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as possible. We are in doubt, however, as to the truth 
of statements made that a great number of railroads 
would take advantage of it at once if the law were 
changed as suggested, and that several important con- 
solidations would take place at once, if approved. We 
do not pretend to know that such statements are not 
true, but it seems to us almost too altruistic to expect 
that, with the law permitting and the machinery made 
effective, any great number of railroads would propose 
to consolidate in such way as that the problem of the 
“weak” and “strong” lines would be diminished. We 
can see the possibility of many consolidations thought 
advisable by the railroads for other reasons, but we can- 
not quite see how and why the strong would be willing 
to take in the weak, and that is the great result that is 
claimed by the advocates of consolidation as justifying 
the policy. 

Moreover, even if consolidation were made permissive, 
as suggested, and the railroads were willing and anxious 
to consolidate, as represented by some, and the proposed 
consolidations answered all the requirements that ought 
to be and doubtless would be laid down, what should 
we have accomplished? Doubtless the thing would be 
desirable from the point of view of the railroads, else 
they would not be seeking it. But what of the public? 
Would a small number of great consolidated systems 
do the business of the country as effectively as a larger 
number of smaller competitive systems? That is the 
great question to be answered. Doubtless, under the 
consolidation scheme, rate and similar questions would 
be more easily solved; but problems of administration 
are not the important issues. Service to shippers and 
travelers is the main consideration. We are still of the 
opinion that, though consolidation looks good in theory 
and would be good, in some respects, in practice, it 
could hardly be brought about to any general extent 
along desirable lines, and, even if it could, it would not 
solve the transportation problem. 


THE ELEPHANT FALTERS 


(The Mining Congress Journal) 

The Hoch-Smith resolution has created a condition of 
national uncertainty in matters of railroad transportation. That 
resolution directed the Interstate Commerce Commission to 
investigate the general rate structure of the railroads and to 
make such changes and readjustments as might be found neces- 
sary to correct any defects therein. The Commission was 
directed specifically to effect with the least practicable delay 
such lawful changes as will promote the freedom of movement 
by common carriers of the products of agriculture, including 
live stock, at the lowest possible lawful rates compatible with 
the maintenance of adequate transportation service. 

When Congress passed this resolution, the idea that pre- 
vailed generally among its members was that rates on agricul- 
tural products, and perhaps on some other commodities, were 
too high and could be reduced; and that some rates were too 
low and could be increased. It was placed squarely up to the 
Commission to decide what rates could and should be reduced 
and what rates could and should be increased. 

The Commission immediately took steps to initiate this 
investigation; but’ these steps were vague and uncertain and 
suggestive of a groping circus elephant at a bridge approach who, 
though anxious to obey his trainer or keeper, seeks to test each 
yielding plank before attempting to cross the stream. The 
Commission thinks it knows what the Hoch-Smith resolution 
calls for, but it has a bridge to cross that may not bear 
the strain. - 

No one knows what may be done. The Commission does 
not know, and shippers are equally helpless. Meanwhile, the 
railroads are not standing by waiting for their rates to be 
slashed. The western roads have taken the initiative. They 
can make the best showing for increased rates. It is in their 
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territory that the largest initial movement of long-haul agricul- 
tural traffic takes place. It would not serve their best interests 
to wait for the Commission to act, and trust to luck that their 
freight revenues would not be reduced by rate readjustments 
that might result from the investigation; therefore, they applied 
for an increase in revenue. Conditions are such that an in- 


crease in revenue may be justified. The western roads took 
the wise course in making this move. 

But where does this leave the shippers, particularly those 
in western territory? They are placed on the defensive. They 
must show that the evidence submitted by the carriers in jus- 
tifying their application is wrong and that the plan of relief 
proposed, it being generally recognized that the western carriers 
need relief, is not the best possible plan by which that relief 
may be granted by the Commission. Thus, instead of the Com- 
mission being permitted to proceed in its own way in carrying 
out the directions of the Hoch-Smith resoluton, the question 
of what shall or shall not be done has become a vital issue, with 
the carriers on one side demanding rate increases; with the 
shippers on the other side seeking to prevent increases; with 
Congress, who started the whole business, on the side lines, 
ponderously preparing to deal with other matters; and with the 
possibility of rate reduction vanishing into thin air. 

No accurate prediction can be made on the final outcome 
of the Commission’s investigation, which hardly has reached its 
preliminary stages. The action of the Commission thus far has 
consisted of a few gestures in the form of announcements and 
of requests for suggestions from the representatives of the rail- 
roads and the shippers. No one knows precisely where the 
actual investigation will begin and no one knows even remotely 
where it will end. Everyone is entitled to a guess. And as good 
a guess as any is that unless Congress repeals the Hoch-Smith 
resolution, the investigation will end with an increase in the 
general level of freight rates. 


TO IGNORE HOCH-SMITH LAW 


The freight and traffic committee of the Indiana State 
Chamber of Commerce has adopted the following resolution: 


Whereas, The Interstate Commerce Commission, in obedi- 
ence to mandate of Congress under the so-called Hoch-Smith 
resolution, are entering upon extended hearings for the purpose 
of ascertaining to what extent changes in the freight rate struc- 
ture, if any, shall be made; and, 

Whereas, Said resolution declares a true policy of rate mak- 
ing which we believe has been and is being followed out by the 
Commission, to the end that all commodities may move freely 
and products of agriculture have been and are receiving such 
attention as that primary industry is entitled to; and, 

Whereas, Under the act of 1920 it is legally possible for the 
Interstate Commerce Commission to determine and adjust rates 
and charges of common carriers subject to the act, the same as 
though the said resolutions did not exist by the exercise of 
_" judgment and discretion based upon past experience; 

e 

Resolved, By the Traffic Committee of the Indiana State 
Chamber of Commerce that its recommendations go forward to 
its board of directors, that the so-called Hoch-Smith resolution 
be repealed by the next Congress, as speedily as possible after 
its first convening, and that the traffic manager is hereby di- 
rected by the committee to not enter into further controversy, 
litigation or conference, having as its sole reason the issues set 
up in the Hoch-Smith resolution or I. C. C. Docket 17000, and that 
we forthwith proceed to furthermore highly beneficial work. 


RATE STRUCTURE INVESTIGATION 


The Commission has issued the following notice in No. 17000, 


rate structure investigation, and Ex Parte 87, revenues in west- 
ern district: 


Further hearings in these proceedings will be held as follows: 

Chicago, Ill. At the Edgewater Beach Hotel, Monday, 
October 26, at 10 a. m., central standard 
time, before Chairman Clyde B. Aitchison. 

Denver, Colo, .....scccess At the Albany Hotel, Monday, November 9, 
at 10 a. m., mountain time, before Ex- 
aminer W. H. Wagner. 

San Francisco, Calif..... At the St. Francis Hotel, Monday, November 
16, at 10 a. m., Pacific time, before Ex- 
aminer Wagner. 

Minneapolis, Minn. ...... At the Nicollet Hotel, Monday, November 30, 
at 10 a. m., central standard time, before 
Examiner J. B. Keeler. 

SN UE. kde eu welteneos At the Federal Building, Monday, December 
7, at 10 a. m., central standard time, be- 
fore Examiner Keeler. 

Kansas City, Mo. ........ At the Chamber of Commerce rooms, Monday, 
January 4, 1926, at 10 a. m., central stand- 
ard time, before Commissioner Aitchison. 

At the hearings in Chicago, beginning October 26, after Mr. L. W. 
Baldwin, President, Missouri Pacific Railroad Company, has testified, 
he and such witnesses as testified at the original hearings in Septem- 
ber at Chicago, and were not cross-examined, will be available for 
cross-examination. After the conclusion of the cross-examination of 
such witnesses the testimony of witnesses for other parties will be 
received at Chicago up to and including November 7. At Denver, 

San Francisco, Minneapolis, and Dallas witnesses will be heard for 

parties other than the carriers, beginning on the dates above indi- 

cated.. In response to requests therefor, time will be accorded at 

Minneapolis for the Northern States Power Company to present 

testimony relating to coal rates; at Dallas for the presentation of 

testimony concerning the suggested establishment of a new rate group 
embracing certain portions of the Southwest; at Kansas City for the 
presentation of testimony on the part of the various State commis- 
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sions, and thereafter testimony relating to lumber, coal, sand, gravel, 
and rock, in the order named. Other parties desiring to introduce 
testimony at any of the above points will be heard. If the time 
available at other points in insufficient to receive all the testimony 
desired to be introduced, opportunity will be afforded to introduce 


further testimony at Kansas City, at which point the hearings will 
conclude. 


These hearings will be confined to the purposes outlined in the 
previous notices issued in these proceedings. 


The Commission has authorized the Louisiana Public Service 
Commission to intervene in Ex Parte 87 with the provision that 
the permission shall not be construed as allowing intervener to 
introduce evidence which will unduly broaden the issues raised 
in the proceeding. A motion of the Louisiana commission to 


dismiss the application of the carriers in Ex Parte 87 has been 
denied. 


FARM PROSPERITY AND RATES 


The Department of Agriculture in a review of the agricul- 
tural situation, referring briefly to freight rates on farm prod- 
ucts, said that this year’s splendid harvest should not be made 
the signal for agitation in favor of higher freight rates, higher 
taxes, or increased burdens of any kind on the farmer. The re- 
view referred to statements of agriculture’s recovered prosperity 
and said that conservative judgment to that effect was war- 
ranted. It said the farmer had his “head above water” once 
more, but added that the farmer’s prosperity could be over- 
estimated as much as his depression had been. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Lehigh Valley and the 
East Jersey Railroad & Terminal Co. to construct extensions 
of their lines at Bayonne, N. J., three-tenths of a mile long, 
beginning on the dock of the terminal company to a point near 
the southwest side of East Twenty-second street. 

The Mobile & Gulf Railroad Company has been authorized 
to acquire and operate in interstate commerce a line of railroad 
in Fayette and Tuscaloosa counties, Alabama, and to construct 
an extension from a connection with the Southern at Fayette, in 
a general southerly direction for a distance of approximately 
30 miles, and an extension from Buhl, a distance of approxi- 
mately 3.5 miles. 

The Pecos Valley Southern Railway and L. W. Anderson 
have been authorized to issue a secured 6 per cent note for 
$50,000, to be sold at par. 


The American Telephone & Telegraph Company of Indiana 
has been authorized to acquire properties of the Independent 
Long Distance Telephone & Telegraph Company, Inc., in In- 
diana, and the Indiana Bell Telephone Company has been author- 
ized to acquire Indiana properties of the Louisville Home Tele- 
phone Company, Inc. 


FINANCE APPLICATIONS 


The Tennessee Central has applied for authority to issue, 
nominally, $410,400 of its first mortgage gold bonds, to pledge 
and repledge said bonds, for reimbursement of its treasury for 
money expended or to be expended for road property and equip- 
ment and the retirement of notes heretofore issued in the 
acquisition of equipment. 

The Oklahoma & Rich Mountain Railroad Co. has applied 
for a certificate of public convenience and necessity authorizing 
it to construct a railroad from Page to Talihini, Okla., a dis- 
tance of 35 miles. The road is to traverse a timber and farm- 
ing area which is now without railroad facilities. The applicant 
is incorporated with a capital stock of $100,000. It said the 
money representing the par value of the stock was available ‘for 
instant use. It is estimated the whole sum will be needed for 
construction. The applicant said it was not intended to bond 
or in any other way encumber the road. There is to be no 
promotion stock nor will any stock be offered for sale, the 
declaration being that the stock has been subscribed for by 
men of ample means whose plan is to rush the construction of 
the road to completion as soon as a certificate can be procured. 

The Terminal Railroad Association of St. Louis has applied 
for authority to assume obligation and liability as lessee of the 
St. Louis Merchants Bridge Terminal Company and the St. 
Louis Merchants Bridge Company, in respect of the first mort- 
gage bonds of those companies, such application being filed in 
compliance with the condition imposed by the Commission when 
it authorized the applicant to acquire control of the two com 
panies, by lease, in its formal report on application therefor. 
(See Traffic World, October 10, p. 835.) 

The Hampton & Branchville Railroad Company has applied 
for authority to issue $100,000 of general mortgage 6 per cent 
20-year gold bonds and $100,000 of additional common capital 
stock, for the purpose of raising necessary funds to cover cost 
of construction of an extension to applicant’s main line from 
Smoaks to Cottageville, South Carolina, a distance of approxi- 


mately 23 miles, and to purchase additional second-hand road 
equipment. 
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Current Topics | 


| in Washington | 


How Much Commission Initiative?—The seriousness of the 
flarebacks in the southern class rate investigation has served to 
raise the question as to how much initiative the Commission 
should take in the making of rates. Traffic managers of southern 
railroads spent years in making an adjustment of rates to meet 
the situation created by the Commission’s sweeping general 
fourth section order in that part of the country. When they had 
performed their duty to such an extent that the issues between 
themselves and the shippers appeared few in number, they asked 
the Commission to act as arbitrator. They thought it would be 
more expeditious and cheaper for them to suggest arbitration 
than to go to the expense of publishing tariffs and allowing them 
to be suspended. But the Commission took charge of the whole 
matter. It condemned, by implication, the whole class rate struc- 
ture. It told the carriers to suggest something in place of it, 
thereby, in effect, discharging all the railroad traffic managers 
had done in the years since 1916. Then the traffic managers 
tried again. They made up a class rate structure. But that also 
was thrust aside. Commissioner Eastman made up one of his 
own. In response to criticisms at the argument, he devised a 
system of arbitraries to be used in making inter-territorial rates. 
Result? A yell from all the railroads and the Ohio River crossing 
communities from which comes practically another argument on 
the subject in the form of “comments,” the southern roads having 
submitted two volumes of about 200 pages each. Louisville and 
other Ohio River crossings, claiming they would be crucified if 
the Eastman scheme were put into effect, suggested that, if the 
matter was to be gone over again, they have an opportunity to 
be heard. Then Mr. Eastman told everybody to come along 
with suggestions. ‘That is what makes the case look as if it 
were to be submitted to a second argument, this time on briefs. 
No one has said that what has been proposed, when whipped 
into shape, will be any better than would have been the rate 
structure resulting from the arbitration, at the hands of the 
Commission, of the disputes remaining after the railroads had 
revised their rates to meet the criteria laid down by the Commis- 
sion in its fourth section decision. That submission for arbitra- 
tion was made in 1922, if not late in 1921. More than three years 
have passed and the end is not yet. In fact, considering the 
fourth section violations the objecting railroads have pointed out 
as the certain result of the enforcement of the Commission’s 
decision in the case, it might be suggested that not much advance 
has been made. If the idea that no advance has really been 
made is sound, the query is why should the Commission, except 
under the most provoking conditions, exercise its power to initiate 
rates? It is true that Congress gave it the power to initiate. 
Man received the power to kill, steal, or make a fool of himself; 
but the individuals who exercise those powers are such excep- 
tions that they get their names into the public prints, at times 
much more prominently than individuals who do things of the 
greatest merit. It may be that the eastern railroads, remember- 











= 
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ing what happened to the southern traffic managers said to them- 


selves, when the eastern class rate case was created, will not 
break their backs devising something they could defend because 
it was a moral certainty that no matter what they did, the 
Commission would discard it. 





Two Expensive Progressive Ideas.—At this time, when Sena- 
tor Cummins is getting ready to propose something about the 
consolidation of railroads, observations made by President W. D. 
B. Ainey, of the National Association of Railroad and Utilities 
Commissioners, have reminded some of those who have never 
been able to visualize the great benefits to flow from valuation 
and consolidation, that the proposals of those who delight to 
call themselves progressives are generally expensive—not par- 
ticularly to their own pocketbooks, but to those of their fellow 
citizens, Mr. Ainey pointed out, among other things, that valua- 
tion, in a rate case, is a plea in defense. Therefore, the hundreds 
of millions spent on valuation work, by states and nation, have 
been for material to be used in rebuttal of a contention that a 
particular rate or body of rates is so low as to amount to the 
confiscation of the property of the utility, railroad or otherwise. 
If, therefore, valuation of physical property of utilities be rele- 
gated to a place of defense, may not its importance and use be 
materially lessened and minimized by engineering and valuation 
witnesses? he asks. It is suggested that he might have inquired 
if, when it came down to a question of the value of the property, 
the rate in question was not in the category of things not to be 
undertaken lest the last state of the public be worse than the 
first. In other words, when rates are cut so close that valuation 
is an important matter, is not the regulating body in the position 
of the automobilist who has staring in his face a legend on the 
back of the car ahead saying: “If you can read this you are 
too d—— close”? The thought is that when rates are consciously 
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cut so close as merely to avoid the charge of confiscation, then 
capital for development will not come into the market. Valuation 
was a LaFollette idea. Consolidation is a Cummins idea. Of 
course there may be those who have forgotten it, but the fact 
is that Cummins was sent to the Senate because he persuaded 
Iowa that he was a progressive. The thought was that, with 
LaFollette and Cummins both in the Senate, the “plain peepul” 
would come into their own, many orators having asserted that 
something had been taken from them. None of the orators, 
however, specified when or where the taking had been done, but 
the railroads, which had made possible the development of Iowa 
and Wisconsin, were assumed to be among the worst of the 
thieves. In those days consolidation of railroads was among 
the worst of sins. Now it is one of the things to be forced even 
when many of those who have the property can not clearly see 
any benefit, except for those who do the consolidating. 





How Meyer Got Into Transportation Work.—lIt is a tradition 
that Commissioner Meyer got into the kind of work he has been 
doing for so many years by walking into the office of the Wis- 
consin commission and demanding a job. He may have done 
something of that kind once but that is not how he gotin. The 
story is good, but not so good as the real one. The man who 
struck the lost chord while idling at the organ was a relative 
of the commissioner. The latter may not have been exactly 
idling through the main corridor of the University of Berlin, in 
October, 1894, but he was proceeding slowly enough to read a 
bulletin board announcement that a course of lectures was to 
be given on railroads. The lectures were not part of the curricu- 
lum, but had been arranged by railroad men for railroad men. 
The young man from Wisconsin, however, added them to the 
program of studies he was preparing. He was the only one in 
the course not a railroad man. The course of lectures covered 
everything from railroad law, including eminent domain, down 
through railroad economics to track-laying, culvert construction, 
tunnelling, laying out yards, financing, railroad engineering, and 
operation. Between semesters, he read things in the library in 
such way as to become familiar with the subject. Also, he took 
copious notes, later elaborated into a monograph of more than 
300 pages. A year later, when he got back to the University of 
Wisconsin, he was thoroughly in the grip of the infection to 
which he exposed himself while studying in the adopted home 
of the Nurembergers. In four years from the time he looked 
at that bulletin board while making up his program of studies, 
Mr. Meyer had written that monograph of 300 pages, “The Admin- 
istration of Prussian Railways,” and “A History of Early Rail- 
road Legislation in Wisconsin.” 'Then he began giving a course 
on transportation in the University of Wisconsin where he had 
been teaching before he went to Berlin. He had been looking 
forward to such a command from his superiors. After two more 
summers devoted to gathering material for the course, he began 
his lectures that brought him national attention and ultimately 
an appointment to the highest official position a man who teaches 
things about transportation can hope to obtain. Commissioner 
Meyer recently told the story of his getting into the work.he 
is now doing for the benefit of those in the Commission who had 
expressed a desire to hear his own story on the point about 
which they were curious. 





How Much Waste Is There?—Senator Curtis, of Kansas, admin- 
istration leader in the Senate, proposes, in the coming session, 
the saving of $300,000,000 a year. It is his idea that a still 
greater reduction in the expenditures could be made if the Presi- 
dent had the power to consolidate bureaus and governmental 
agencies and to transfer work from one department to another. 
The suggestion, promise, or whatever it may be called, serves 
to direct renewed attention to the expansion of government work 
in the war period. Nearly every department, agency, commission, 
and bureau in existence before the war was duplicated, or worse, 
in the war period. The duplication suggested to those who noted 
it at the time that the late President Wilson was not very 
familiar with governmental work, else he would not have toler- 
ated what was done. It was pointed out at the time that the 
Commission could have operated the railroads; the Bureau of 
Mines could have done the work that was done by the Fuel 
Administration; the Department of Agriculture could have done 
what the Food Administration did, and so on down the line. The 
friends of the late Franklin K. Lane will never be able to forget 
that the Fuel Administration, months afterward, did exactly what 
Lane had said should be done in the matter of establishing a 
price on coal that would stimulate its production. What the 
Railroad Administration—all ’prentice hands in governmental 
work—did is so fresh in the minds of those affected by it that 
mere mention of government operation of the railroads evokes 


‘lamentations. In view of what is known and what is suggested 


by Senator Curtis’s promise, a perfectly natural query, it is 
suggested, would be as to just how much was wasted in the war 
period-:and how much has continued since then. The late Senator 
Aldrich, several years before the war, before governmental ex- 
penditures were quadrupled, said that if he had the power, he 
could cut government expenditures about $300,000,000 a year. 
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Aldrich was brought up as a grocer and there was a suspicion 
that he knew what he was talking about. 





Proposed Demurrage Decision.—If the Commission adopts the 
recommendation of Examiner A. S. Worthington in No. 16628, 
Manassa Timber Company vs. New York Central et al., illegal 
demurrage charges will not be ground for protesting the bill 
presented by the carrier and thereby putting on it the burden 
of presenting a proper bill, the car being held in the meantime, 
without the accrual of demurrage. Worthington recommended 
the reversal, in part, of the Commission’s decision in Milne Lum- 
ber Company vs. Big Four (93 I. C. C. 661) in which the shipper 
was relieved of demurrage supposed to have accrued while the 
bill for demurrage was in dispute. Worthington pointed out that 
demurrage is not a part of transportation charges although the 
bill for demurrage may be submitted on the same piece of paper 
on which the transportation charges are stated. Demurrage may 
accrue without any transportation service being rendered, in the 
sense that transportation means the act of carrying something 
from one place to another, as, for instance, a man ordering the 
setting of a car which he does not load within the free or any 
other time. But, if shippers are of the opinion that demurrage 
charge disputes should be made a part of things disputes about 
which cause the demurrage rules to stop in their tracks, there 
is a way for them to go about it. In behalf of a move of that 
sort it might be suggested that a carrier is peculiarly in a posi- 
tion to know the facts about dentention in transit, while the 
shipper has no definite knowledge on the subject except such 
as he may obtain from the documents and reports from those 
from whom he bought the lading of the car or cars that are being 
detained. Another suggestion might be that there is no more 
valid reason for a wrong demurrage bill than for a wrong trans- 
portation bill; some might suggest even less for a wrong 
demurrage bill than for an improper transportation se bill. 

A. E. H. 


TENTATIVE VALUATION REPORTS 


The Warren, Johnsville & Saline River Railroad Co., as of 
June 30, 1918: total owned and used, $159,450. 

Loranger, Louisiana & Northeastern Railroad Co., as of 
June 30, 1918: total owned, $66,427; total used, $75,401. 

Rio Grande & Eagle Pass Railway Co., as of June 30, 1917; 
total owned and used, $808,875. 

In a tentative valuation report on the property of the Union 
Passenger Depot Company of Galveston, as of June 30, 1916, the 
Commission has found the final value of the wholly owned and 
used property to be $1,061,250. 

Toledo, Angola & Western Railway Company, as of June 
30, 1917, total owned, $138,230; total used, $151,480. 

Chattanooga Station Company, as of June 30, 1916, total 
owned, $1,118,000; total used, $1,129,021. 

Beaumont Wharf & Terminal Company, as of June 30, 
1916, wholly owned and used, $145,000. 

The Akron, Canton & Youngstown, as of June 30, 1918, 
owned and used $1,626,935. 

Lawndale Railway & Industrial Co., as of June 30, 1918, 
owned and used $81,575. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 62, Fellsmere Railroad, opinion 
B-93, 103 I. C. C. 201-7, the Commission has found the final value 
of the carrier’s property, owned and used for common-carrier 
purposes, to be $110,000 as of June 30, 1916. The line extends 
from Sebastian to Fellsmere, Fla., a distance of about 10 miles. 
No protest was made against the tentative valuation. 

In Valuation Docket No. 222, Elkin & Alleghany Railway 
Company, opinion B-91, 103 I. C. C. 174-87, the Commission has 
found the final value of the carrier’s property, owned and used 
for common-carrier purposes, to be $335,046 as of June 30, 1915, 
and of used but not owned property, $34. The line extends from 
Elkin to Veneer, N. C., a distance of about 15 miles. No protest 
was filed against the tentative valuation. 

The Commission, by division No. 1, in valuation docket No. 
91, opinion No. B-92, 103 I. C. C. 188-200, has found the final 
value, for rate-making purposes, of the property of the Delta 
Southern Railway, owned and used for common carrier purposes, 
as of June 30, 1915, to be $675,307. 

In valuation docket No. 89, opinion No. B-94, 103 I. C. C. 208- 
19, the Commission, by division No. 1, has found the final value, 
for rate-making purposes, of the property of the Fourche River 
Valley and Indian Territory Railway Company, owned and used 
for common carrier purposes, as of June 30, 1916, to be $250,000 
and used but not owned, $7,460. 

In Valuation Docket No. 79, Delaware & Northern Rail- 


way Company, opinion B-88, 103 I. C. C. 130-46, the Commission - 


has found the final value of the carrier’s property, as of June 
30, 1916, owned and used, to be $1,417,210. The carrier owns and 
operates a single-track line from East Branch to Arkville, N. Y., 
a distance of 37 miles, with a branch line and yard tracks and 
sidings. No protest was filed against the tentative valuation. 


In Valuation Docket No. 40, Wadley Southern Railway Com- 


Vol. XXXVI, No. 16 


pany, opinion B-87, 103 I. C. C. 108-29, the Commission has foung 
the final value of the carrier’s property, as of June 30, 1915, to 
be $895,091 for owned and used, and $135 for owned but not 
used. On date of valuation the carrier owned and operated a 
line from Wadley to Rockledge, Ga., and from Creek Junction to 
Collins, Ga., a total of 88 miles. The carrier protested the tep. 
tative valuation, claiming a value of not less than $1,193,944. 

In Valuation Docket No. 214, Linville River Railway Com. 
pany, opinion B-90, 103 I. C. C. 160-78, the Commission has found 
the final value of the carrier’s property, as of June 30, 1916, to 
be $249,662 for owned and used, and $47 for used but not owned, 
The line extends from Cranberry to Pineola, N. C., a distance 
of approximately 12 miles. It is of narrow-gauge construction. 
No protest was filed against the tentative valuation. 

In Valuation Docket No. 162, Union Point & White Plains 
Railroad Company, opinion B-89, 103 I. C. C. 147-59, the Com. 
mission has found the final value of the carrier’s property, as of 
June 30, 1916, to be $104,000 for owned and used. On date of 
valuation the carrier owned and operated a line from Union 
Point to White Plains, Ga., a distance of about 12 miles. The 
carrier alleged that the tentative valuation of $100,500 was less 
than the value of the property on date of valuation, which it 
claimed was not less than $200,370. 


SPECIAL TNT REGULATION 


As an aid to enable the government to dispose of excess 
and damaged war material, the Commission, by means of an 
order in No. 3666, Special Series A, has amended its regulations 
for the transportation of explosives by freight. It has increased 
the amount of trinitrotoluol that may be shipped in one package, 
by permitting an increase in the gross weight of the explosive 
and its container from 140 to 165 pounds, when shipped from 
Kingsland, N. J., to White Haven, Pa., Mt. Arlington, N. J., and 
LeRoy, N. Y. 

The TNT to be shipped is being recovered from damaged 
and otherwise unserviceable cannon ammunition that has been 
lying in a ten-acre field at Kingsland, N. J., since war time, sub- 
jected to the rains and storms of seven years. The government 
has sold the TNT contained in 2.96 inch cannon cartridges to a 
contractor. He plans to take the TNT out of the cartridges 
by heating it so that it will flow into the boxes in which the 
cartridges have been encased. 

Owing to the closer packing of TNT than possible in the 
case of cartridges, the gross weight of each package will be: 
increased from 140 to 165 pounds. The Commission, in giving 
reasons for the amendment, said that it appeared the boxes 
were designed to provide a secure and tight package when 
loaded with the 2.96 inch ammunition, but that when filled with 
TNT only the weight would be greater than when filled with 
cartridges, because it was deemed better practice to fill the 
boxes completely with TNT than with TNT not in excess of the 
weight of explosive contained in the number of cartridges neces- 
sary to fill the boxes. The Commission said it further appeared 
that the cartridge boxes were the only ones available for the 
prospective shipments, and that either the boxes must be used 
or otherwise disposed of at a considerable financial loss. 

The amended regulation will be effective October 25 and 
will supersede, in the weight feature, the regulation of March 
13, 1923. 


ALLOWS HIGHER ANTHRACITE RATES 


The Commission, by means of another supplemental order, 
the fifth, in No. 15006, the anthracite investigation, has allowed 
higher rates on prepared sizes, and on pea and smaller sizes. It 
has done that by amending a paragraph on page 377 of its report, 
101 I. C. C. 363, so as to read as follows: 


The rates to Port Richmond are applicable to the rail portion of 
the transportation of coal partly by railroad and partly by water to 
Boston and other ports. The rates in question are excessive in that 
they yield an excessive measure of revenue from the transportation 
of a low grade, long haul traffic of large volume. Those rates now 
are, and for the future will be, excessive, unjust, and unreasonable 
to the extent that they now exceed, and in the future exceed, the 
rates here prescribed as maximum rates per ton of 2,240 pounds, from 
mines served directly by the Reading Company, as named in Read- 
ing Company Tariff I C. No. A-857 to Port Richmond, Pa., for 
trans-shipment beyond the capes of the Delaware, prepared sizes 
$2.09, pea size $1.89. 


The paragraph, as written in the original report, called for 
rates of $1.90 on prepared sizes and $1.76 on pea and smaller 
sizes. 


PETITION FOR REHEARING, ETC. 


The complainant, Missouri Portland Cement Co., has peti- 
tioned the Commission for reargument and/or rehearing in No. 
14801, Missouri Portland Cement Co. vs. Santa Fe et al., and 
No. 14911, Lehigh Portland Cement Co. vs. Santa Fe et al. 

The Kansas Portland Cement Company has petitioned the 
Commission for rehearing and/or reargument in No. 14801, 
Missouri Portland Cement Co. vs. Santa Fe et al. and No. 
14911, Lehigh Portland Cement Co. vs. Santa Fe et al. 
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ILLINOIS COMMUTATION FARES 


Commutation fares of the Chicago & North Western, not 
later than November 23, under an order of the Commission, will 
be increased 20 per cent over those in effect August 25, 1920. The 
order has been made in connection with a report, written by 
Commissioner McChord, in No. 11703, In the Matter of Intrastate 
Rates within the State of Illinois, mimeographed. The Com- 
mission found the existing commutation fares of the North 
Western, within Illinois, unduly preferential of intrastate pas- 
sengers, unduly prejudicial to interstate passengers and unjustly 
discriminatory against interstate commerce. 

This matter of Illinois intrastate commutation fares has 
been pending since the latter part of 1920. In the original re- 
port, this case being on further hearing, 59 I. C. C. 350, the 
Commission required carriers to increase passenger fares in 
Illinois in accordance with the increases allowed to the eastern 
group in Ex Parte 74, exclusive of commutation and other multi- 
ple forms of tickets. They were reserved for further considera- 
tion. In a supplement report, 77 I. C. C. 173, the Commission 
directed an increase in the fares, in Illinois, on the Chicago, 
Lake Shore & South Bend. 

The record on which this report is based was made, in part, 
in December, 1920, but according to Mr. McChord, the record was 
completed at a very recent date, the carrier having filed a peti- 
tion for further hearing May 15, 1925. In describing the com- 
muter ticket situation Mr. McChord said: 


In general terms, the matter in issue at this time is, whether 

the North Western should, as it seeks authority, to do, increase 
its commutation fares within the state of Illinois by amounts not 
exceeding 20 per cent above the level of such fares in effect August 
25, 192 The multiple forms of tickets issued by petitioner are 
known as 10-ride and 25-ride bearer tickets, limited to one year 
from date of sale; and 60-ride monthly individual tickets, limited to 
the calendar month for which sold. Petitioner also issues a few 
25-ride individual tickets and 30-ride family tickets, both limited 
to one year. Those forms are not of great importance here but 
will be noted when considered. 
_ Tickets to bearer good for 10 rides are today upon the level 
in effect in April, 1897, increased by only 10 per cent June 10, 1918. 
Bearer tickets for 25 rides have changed their level since 1894 only 
to this extent: April 10, 1912, approximately 10 cents per ticket, or 
four-tenths of a cent per ride, was added; and June 10, 1918, these 
rates were increased by_10 per cent. Monthly tickets, good for 60 
rides by one individual during a calendar month, have had no gen- 
eral change for 34 years other than an increase ranging from 30 
cents to 40 cents per ticket, or from one-half cent to two-thirds of 
a cent per ride, effective April 10, 1912; and June 10, 1918, these 
rates were increased by 10 per cent. In view of the changes which 
have occurred since the year 1914, of the increased cost of labor 
and materials, and of the higher levels of other charges for trans- 
portation, the static condition of these commutation fares is notice- 
able. The 10 per cent increases were made pursuant to general 
order No. 28 of the Director General of Railroads. 


The Chicago & North Western has filed in the federal dis- 
trict court an application for a temporary injunction restraining 
the Illinois Commerce Commission, the governor, the attorney 
general, and the states attorneys of Cook, Lake, Kane, Du Page 
and McHenry counties, through which the road operates its 
suburban service, from interfering with the collection of fares 
increased 20 per cent by order of the Interstate Commerce Com- 
mission. The hearing on the application has been set for Oc- 
tober 23, when it is expected that the temporary injunction will 
be granted pending a decision of the case on its merits. If the 
court decides in favor, finally, of the carrier, the injunction 
would become permanent. 

The application for a temporary injunction was filed because 
the C. & N. W. feared that the state commission, the governor 
and state officials would, in some way, interfere with its com- 
pliance with the Commission’s order, which is for the road to 
cease and desist from the collection of fares within the state 
that are unduly preferential and prejudicial and unduly dis- 
criminatory against interstate commerce. 


CRUSHED GYSUM ROCK RATE 


A finding of unreasonableness, an award of reparation and 
an order prescribing a new rate have been made in No. 15365, 
Nebraska Cement Company vs. Missouri Pacific et al., mimeo- 
graphed, the Commission, division No. 1, finding the existing rate 
on crushed gypsum rock, from Blue Island, Kan., to Superior, 
Neb., since November 1, 1921, unreasonable and unduly preju- 
dicial The condemnation runs to a rate of 9 cents per 100 
Pounds for a haul of 104 miles. The complainant contended that 
that was unreasonable and asked for a rate of 5.5 cents, the same 
as the Kansas intrastate rate for a like haul. The Commission, 
however, found the Santa Fe published distance rates applicable 
on crushed stone applicable between Kansas points and Superior, 
the scale providing a rate of 6.5 cents for 104 miles. The Mis- 
Souri Pacific, it found, published a rate of 6.5 cents for 100-115 


Decisions of Interstate Commerce Commission 
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miles on sand, gravel and crushed rock between Kansas and Ne- 
braska points. 

The carriers objected to the application of crushed rock 
rates to crushed gypsum, contending that it was more valuable 
than crushed rock being used as a retarding agent in cement and 
as a fertilizer, being known as land plaster when used for the 
last named purpose. The report said the greater value of crushed 
gypsum was due to the finer crushing for use as a fertilizer or 
for use as a filler for paper or paint. It said that when thus 
treated, gypsum, obviously, was a higher grade commodity than 
crushed stone but that it was not apparent that that was so when 
it was shipped to cement mills. It said that natural stone, loose 
or in packages, and gypsum rock, both crude and powdered, had 
the same rating in Western Classification territory. The lower 
rate is to be made effective on or before November 27. 


COMMISSION ORDERS 


The American Cyanamid Company of New York, N. Y., 
has been permitted to intervene in No. 15912, Ohio Farm 
Bureau Federation et al. vs. Ahnapee & Western Ry. Co. et al. 

The White Eagle Oil & Refining Company has been per- 
mitted to intervene in No. 17304, International Oil Company et 
al. vs. A. & S. Ry. Co. et al. 

The Commission has denied the petition for appointment 
of a board of referees under Section 209 of the Transportation 
Act and Section 3 of the Federal Control Act in Finance 
Docket 468, Guaranty Settlement with Fort Dodge, Des Moines 
& Southern R. R. Co. 

The Commission has dismissed complaint No. 16264, Canton 
R. R. Co. vs. B. & O. R. R. et al., upon request of complainant. 

The Marquette Manufacturing Company has been permitted 
to intervene in No. 16845, Sub. No. 1 to 7 inclusive, Lehigh Port- 
land Cement Company vs. A. & W. Ry. Co., et al. 

The St. Paul Association of Public and Business Affairs, the 
Omaha Grain Exchange, and the Minneapolis Traffic Association 
have been permitted to intervene in No. 17399, Board of Railroad 
Commissioners of the State of South Dakota vs. C. & N. W. R. 
R. Co. et al. 

The St. Paul Association of Public and Business Affairs has 
been permitted to intervene in No. 17265, Commercial Club of 
Fargo, N. D., et al. vs. B. F. & I. F. Ry. et al. 

The Board of Trade of the City of Chicago and the Omaha 
Grain Exchange have been permitted to intervene in No. 17279, 
Des Moines Board of Trade et al. vs. Ft. D. D. M. & S. R. R. et al. 

The Philip Carey Company and the Chatfield Manufacturing 
Company have been permitted to intervene in No. 17170, Amer- 
ican Tar Products Company et al. vs. Santa Fe et al., and No. 
17328, Certain-teed Products Corporation vs. A. & W. Ry. Co. et al. 

The Ruberoid Company has been permitted to intervene in 
No. 17360, The B. F. Nelson Manufacturing Company et al. vs. 
A. & W. Ry. et al. 


The St. Paul Association of Public and Business Affairs has 
been permitted to intervene in No. 17315, Farmers’ Grain Dealers’ 
Association of North Dakota et al. vs. Gt. Nor. Ry. et al. 

The Commonwealth of Virginia has been permitted to inter 
vene in Finance No. 4943, In the matter of application of Nor- 
folk & Western Ry. Co. to acquire control by lease of the Vir- 
ginian Ry. Co. 

The Commission has granted the petition of the Kansas City 
Bolt & Nut Company of Kansas City, Mo., for intervention and 
broadening of the issues in No. 14404, Atlas Metal Works et al. 
vs. A. C. & Y. Ry. Co. et al. 

The Pittsburgh, Cincinnati, Chicago & St. Louis R. R. Co. 
has been permitted to intervene in Valuation No. 526, Missouri 
& Illinois Bridge & Belt R. R. Co. 

The orders entered in No. 14451 (and Sub. Nos. 1 to 4 in- 
clusive), Procter & Gamble Distributing Company et al. vs. St. 
L.-S. F. Ry. Co. et al., and No. 14653, Texas Chamber of Com- 
merce et al. vs. A. & W. Ry. Co. et al., and No. 14118 (and Sub. 
No. 1), Magnolia Provision Company vs. Santa Fe et al., on 
August 12, 1925, which were by their terms made effective on 
November 20, 1925, are modified so that they will become effec- 
tive on December 20, 1925, instead of said November 20, 1925. 

The General Chemical Company has been permitted to inter- 
vene in No. 17260, the Bertha Mineral Company vs. B. & O. R. R. 
Co. et al. 

The petitions of the National Canners’ Association and 
other, filed on September 1, and Armour & Co., respectively, 
filed on September 26, for reconsideration and rehearing and 
reconsideration in I. & S. Docket Nos. 2375 and 2451, canned 
goods, from Minnesota, Wisconsin, etc., to eastern seaboard 
and Canadian points, and I. & S. Docket No. 2426, canned goods, 
from Minneapolis, St. Paul and Minnesota Transfer to eastern 
points, are denied. 
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Defendants’ petition for rehearing, filed on September 14, 
1925, in No. 14150, Corporation Commission of Oklahoma vs. 
Abilene & Southern Ry. Co. et al., and No. 14970. Texas -Cot- 
tonseed Crushers’ Association et al. vs. A. & S. Ry. Co. et al., is 
denied. 

The Commission has denied the petition of protestants in 
I. and S. No. 2303, Grain from Colorado, Kansas, Nebraska, and 
Wyoming, Transcontinental to Pacific Coast Territory, for recon- 
sideration and modification of the report therein. 

The complainant’s petition for reargument or reconsidera- 
tion in No. 13721, International Harvester Company vs. N. Y. C. 
R. R. Co., Director-General as Agent et al., is denied. 

The Commission has denied the defendant’s fourth petition 
for reargument in No. 13954, Alton Mercantile Company et al vs. 
A. & W. Ry. Co. et al. 

The petition filed by defendants for reargument in No. i? 
Alabama & Mississippi R. R. Co. et al. vs. Santa Fe et al., 
denied. 

Complainant’s petition in No. 14055, Charles Boldt Glass 
Company vs. C. B. & Q. R. R. Co. et al. for rehearing with respect 
to reparation is denied. 

The Commission has denied the complainant’s fifth petition 
for rehearing in No. 14122, Lubrite Refining Company vs. Day- 
ton-Goose Creek Ry. Co. et al. 

Defendant’s petition for reconsideration, consolidation with 
other cases and to vacate the order for reparation in No. 14449, 
Traffic Bureau of Phoenix Chamber of Commerce et al. vs. Santa 
Fe et al., is denied. 

The Commission has denied defendant’s petition for reargu- 
ment in No. 14564, Rose Lake Lumber Company, Ltd., vs. O. S. 
L. R. R. Co. et al. 

The Commission has reopened for further hearing, No. 15027, 
Peyton Packing Company et al. vs. Ariz. Eastern R. R. Co. et al., 
with respect to the method of applying mileage scale of rates on 
livestock from points in the Texas Panhandle on the Fort Worth 
& Denver City Ry. to El Paso, Texas; denied complainants’ peti- 
tion for reconsideration, rehearing and reargument; and, denied 
defendants’ petition for reargument or reconsideration on the 
present record. 

The complainant’s petition for rehearing in No. 15097, Hous- 
ton Packing Company vs. B. & M. R. R. et al., is denied. 

The Commission has denied complainant’s petition for re- 
hearing and reargument in No. 15239, Carnegie Steel Company 
vs. Penn. R. R. Co. et al. 

The Commission has denied complainant’s petition for re- 
hearing in No. 15289, Crown Willamette Paper Company vs. Di- 
rector-General, as Agent et al. 

Complainant’s petition for reconsideration upon the present 
record in No. 15443, Omaha Chamber of Commerce Traffic Bureau 
for Trimble Bros., Inc., et al. vs. A. B. & A. Ry. Co. et al., is 
denied. 

The Commission has denied complainant’s petition for rear- 
gument in No. 15494, Viscose Company vs. Penn. R. R. Co. et al. 

Defendant’s petition for reargument in No. 15837, Colgate & 
Co. vs. Penn. R. R. et al., is denied. 

The Commission has reopened No. 14852, F. J. Jones et al. 


vs. Penn. R. R. Co. et al., for further consideration on the record 
already made. 


The Commission has opened for rehearing No. 14404, Atlas 
Metal Works et al. vs. A. C. & Y. Ry. Co. et al., upon considera- 
tion of defendants’ petitions for rehearing and re-argument, com- 
plainants’ reply thereto, and petition of the Kansas City Belt & 
Nut Company of Kansas City, Mo., for intervention and broaden- 
ing of the issues, and upon further consideration of the record 
herein. 

Complainants and interveners petition for reopening and re- 
consideration in No. 14321, Adkins Hay & Feed Company et al. 
vs. Santa Fe et al., filed on September 5, 1925, is denied. 

Upon defendants’ petition for reargument in No. 14289, Lin- 
coln Chamber of Commerce et al. vs. Arkansas Central R. R. 
Co. et al., the Commission has opened the above proceeding 
jointly with No. 14661, Southwestern Coal Operators’ Associa- 


tion et al. vs. Arkansas Western Ry. Co. et al., at a date to be 
hereafter fixed. 


The Commission has opened for reargument No. 14661, 
Southwestern Coal Operators’ Association et al. vs. Arkansas 
Western Ry. Co. et al., jointly with No. 14289, Lincoln Chamber 


of Commerce et al. vs. Arkansas Central R. R. Co. et al., at a 
date to be hereafter fixed. 


SUSPENDED TARIFFS 


In I. and S. No. 2524, the Commission has suspended from 
October 15 and November 16 until February 12 schedules as pub- 
lished in supplements Nos. 3 and 4 to Glenn’s I. C. C. No. A-509. 
The suspended schedules propose to cancel the use of the rule 
for constructing combination rates on cotton and cotton linters, 
carloads, from numerous southern points to Memphis and Nash- 
ville, Tenn., Cairo, Ill., and Mayfield and Paducah, Ky. 

In I. and S. No. 2525, the Commission has suspended from 
October 15 until February 12 schedules as published in the fol- 
lowing tariffs: Delaware, Lackawanna & Western, I. C. C. 
21602; New York Central, supplement No. 6 to N. Y. C. R. R., 
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I. C. C. N. Y. C. No. 15237; West Shore, supplement No. 6 to 
W. S. R. R., I. C. C. W. S. No. 5854. The suspended schedules 
propose to increase the rate on soda ash and soda products, 
carloads, from Solvay and Syracuse, N. Y., to New York Light- 
erage destinations and intermediate points from 16 cents per 
100 pounds.to 19 cents per 100 pounds. 

In I. and S. No. 2526, the Commission has suspended from 
October 15, and later dates, until February 12 certain schedules 
as published in Countiss’ I. C. C. No. 1140 and supplements 
thereto and Countiss’ I. C. C. No. 1154. The suspended sched- 
ules propose, effective October 15, to increase estimated weights 
on lettuce packed in crates containing ice in connection with 
traffic moving from Pacific Coast territory to eastern destina- 
tions, and also to cancel, effective November 30, 1925, the pro- 
visions for application of estimated weights on such shipments. 
This would result in increased charges from October 15 to 
November 30, 1925, and the application of actual weights subse- 
quent to November 30, 1925. 

In I. and S. No. 2527, the Commission has suspended from 
October 15 until February 12 schedules as published in supple- 
ments Nos. 6 and 7 to Leland’s I. C. C. No. 1745. The suspended 
schedules propose to cancel the present through commodity rate 
of 83.5 cents per 100 pounds on shipments of potatoes from 
stations in Colorado on the Denver & Rio Grande Western to 
points on the Texas & Pacific between Fort Worth and El Paso, 
Tex., and also to restrict rates from the same points to El Paso, 
Tex., to apply only via routes through Dalhart, Tex., and north 
and west thereof. The following statement of rates on potatoes, 
carloads, from Monte Vista, Colo., is illustrative: 


Presen Proposed 
To Via El Paso or rt Worth El Paso Ft. Worth 
Ce, ND oa bdsie vccvecceese 83.5 88 88 
ee or 83.5 103 103 
Be SONG, BOERS cccewnsvcecsec 83.5 83.5 140.5 


In I. and S. No. 2528, the Commission has suspended from 
October 15 until February 12 schedules as published in supple- 
ments Nos. 2, 3 and 4 to Countiss’ I. C. C. No. 1150 and supple- 
ments Nos. 2, 3 and 4 to Leland’s I. C. C. No. 1757. The sus- 
pended schedules propose to restrict the distance scale of rates 
on cottonseed, in carloads, at present applicable, without restric- 
tion, between Louisiana points, to apply, from points in Louisi- 
ana west of the Mississippi river to points in Louisiana west of 
the Mississippi, only as proportional rates on interstate traffic 
to or from stations to or from which no through rates are in 
effect. This would result in the application of higher class or 
combination rates on local interstate shipments of cottonseed, 
in carloads, between these points. 

In I. and S. No. 2529, the Commission has suspended from 
October 15. until February 12 schedules as published in supple- 
ment No. 7 to Leland’s I. C. C. No. 1704 and Wabash Railway 
I. C. C. Nos. 5932 and 5933, and supplement No. 6 to I. C. C. No. 
5737. The suspended schedules propose to increase switching 
charges between points on the Wabash Railway in the St. Louis, 
Mo.,-East St. Louis, Ill., switching district, and between St. 
Louis, Mo., and suburban points in Missouri. The following is 
illustrative: 


Betweén Wabash Ry. Co. and Track con- 
nections with Mo. a. - — and St. L. 


Rate Districts Present Proposed 
40 Competitive. trate ...cccccccceses % 1% 
40 Non-competitive traffic .......... % 1% 
45 COmmpetitive tFAMMC  ....c.ccscccccce 1 2 
45 Non-competitive traffic .......... 1% 2 


In I. and 8. No. 2522, the Commission has suspended from 
October 12 until February 9, the operation of certain schedules 
as published in Supplement No. 3 to St. Louis & Tennessee 
River Packett Company tariff I. C. C. No. 15. The suspended 
schedules propose to cancel a joint commodity rate of $3.80 per 
bale applicable on uncompressed cotton from landings on the 
Tennessee River between Paducah, Ky., and Florence, Ala., to 
New Orleans, La. The proposed change would result in the ap- 
plication of a point class rate of $7.30 per bale in lieu of the 
present rate. 

In I. and S. No. 2523, the Commission has suspended from 
October 12 until February 9, the operation of certain schedules 
as published in joint Supplement No. 21 to Consolidated Freight 
Classification No. 4 (Agent F. W. Smith’s I. C. C—O. C. No. 48; 
Agent R. C. Fyfe’s I. C. C. No. 17, and Agent E. H. Dulaney’s I. 
C. C. No. 19). The suspended schedules propose to increase the 
Official Classification rating on carload shipments of talking ma- 
chines and radio sets combined, from second-class to first-class, 
while continuing the second-class rating on shipments between 
points in other classification territories. 


LELAND PETITION DENIED 


The Commission has denied a petition for relief filed by 
F. A. Leland, No. 675, for and on behalf of parties to his I. C. C. 
1745 and for the postponement of the effective date of fourth 
section order No. 9122, relating to rates on potatoes and 
vegetables. The petition was filed September 8. The Commis- 


= said that sufficient justification for the relief had not been 
shown. 
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SIOUX CITY GRAIN CASE 


Attorney-Examiner John B. Keeler, in a report on No. 16273, 
Sioux City Grain Exchange vs. Ahnapee & Western et al. and 
I. & S. 2215, Grain and Grain Products from Iowa and Nebraska 
to St. Louis and related points, has proposed condemnation of 
the practice of adding arbitraries to the proportional rates apply- 
ing from Sioux City to Chicago and St. Louis on grain and grain 
products originating at specified points in Iowa, South Dakota 
and Nebrsaka on the ground that such addition results in pro- 
portional rates that are unreasonable and unduly prejudicial. 
He said the arbitraries should be cancelled. 

He proposed a finding of unreasonableness as to through 
rates on grain and grain products to Chicago and St. Louis from 
points in Iowa, South Dakota and Nebraska against which arbi- 
traries applied in connection with the proportional rates and 
suggested rates to apply in lieu thereof. 

Keeler said the Commission should find the arbitraries pro- 
posed by the respondents in the suspension proceeding, to be 
used in connection with the proportional rates from Sioux City 
to St. Louis, on grain and grain products originating at points 
on the Chicago, St. Paul, Minneapolis & Omaha not justified 
and order the schedules under suspension cancelled. 

The formal complaint, Keeler said, alleged the proportional 
rates, where plussed by arbitraries, from Sioux City to Chicago 
and St. Louis and points taking the same rates or rates related 
thereto, were unreasonable and unduly prejudicial to the com- 
plainant’s members located at Sioux City and shippers of grain 
from points of origin in Iowa, South Dakota and Nebraska and 
unduly preferential of Minneapolis and unduly preferential of 
Minneapolis, Omaha and Kansas City and shippers from the 
three states mentioned whose rates were not subject to the 
arbitraries. In disposing of the two cases he said: 


_ Comparisons of the through rates under attack with rates apply- 
ing between other points in this and other sections are submitted by 
complainants and defendants in support of their respective conten- 
tions. These comparisons are too numerous to set forth in detail, but 


they have all been examined and have been given due weight in the 
findings herein proposed. 


_ The removal of the arbitraries in connection with the propor- 
tionals from Sioux City to Chicago will remove the excuse for the 
arbitraries contained in the schedules under suspension in Investiga- 
tion and Suspension Docket 2215. 

The Commission should find (1) that the practice of defendants 
of adding arbitraries to the proportional rates on grain from Sioux 
City to Chicago and St. Louis results in proportional rates from that 
point which, (a) in relation to the proportional rates from competing 
primary markets are unjust and unreasonable to the extent of the 
arbitraries and (b) unduly prejudicial to Sioux City and shippers 
using that market; (2) that through rates from arbitrary points in 
Iowa, South Dakota and Nebraska to Chicago and St. Louis are 
unreasonable to the extent that they exceed the sum of the present 
local rates to Sioux City plus the proportionals without arbitraries 
beyond, except that from arbitrary points in South Dakota and in 
Iowa north of Sioux City the fhrough rates are unreasonable to the 
extent that they exceed the sum of local rates to Sioux City, based 
on the so-called 11140 scale, plus the proportionals without arbitraries 
beyond, and (3) that the respondents in Investigation and Suspension 
2215 have not justified the schedules there under suspension and that 
the schedules should be canceled. 


IMPORTED CEMENT CASE 


Examiner J. P. McGrath has recommended the dismissal 
of No. 16824, Woodhead Lumber Company vs. Pacific Electric, 
on a finding that charges assessed on imported cement, car- 
loads, from East San Pedro to Los Angeles, Cal., were appli- 
cable and not unreasonable. Four carloads of imported Port- 
land cement, shipped in November, 1923, were covered by the 
complaint. A rate of 7.5 cents, based on track scale weights, 
was charged. 

_ The examiner looked into the question whether the transac- 
tion was within the jurisdiction of the Commission. The exam- 
Iner said the complainant had’ no place of business at either 
San Pedro or East San Pedro and that the cement was not 
intended for use at either place. He found that it was the 
intention of the complainant to ship the cement beyond San 
Pedro. He said the Commission should say, on the record, that 
it was inclined to the view that the shipments were import 
traffic subject to its jurisdiction. The complainant contended 
ai a 6-cent rate applicable on traffic received at San Pedro 
Tom ocean carriers that had carried it on the high seas. The 
examiner said the shipments were received from an ocean car- 
rier at East San Pedro, a point neither reached by the defendant 
nor covered by the tariff provision in question. He said there 
was no evidence to show that the rate assailed was unreason- 


— per se. He said the record also failed to show wherein 
€ track scales were in error. 


COMMODITY RATE MAKING RULE 


m Examiner Burton Fuller has recommended the dismissal of 
0. 16762, Liberty Cooperage & Lumber Co. vs. Michigan Cen- 
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tral, on a finding that the sixth class rate of 18 cents on lumber 
from Nashville, Mich., to Toledo, O., is not unreasonable or 
unduly prejudicial. It was applied on four carloads shipped in 
May, 1923. The complaint alleged the rate was unreasonable 
and unduly prejudicial to the complainant and unduly preferen- 
tial of its competitors at Lansing, Bay City and Saginaw in that 
a commodity rate of 14.5 cents applied from them to Toledo, 
although the distances were about the same. 

Fuller said lumber moved in great volume from the three 
points mentioned, while there was only a limited supply of 
standing timber in the vicinity of Nashville. He said the com- 
plainant used a portable mill in getting out the four carloads 
involved in the case and that there was no probability of a. 
future movement. He said the complainant’s rate expert as- 
serted that the complainant was required to cease operations in 
the vicinity of Nashville due to the fact that it could not meet 
its competitors’ prices in the Toledo market. Fuller said that 
that fact alone did not entitle the complainant to a commodity 
rate from Nashville. Volume of movement, actual or potential, 
he said, was the important, if not the controlling, factor in the 
establishment of commodity rates, citing in support of that 
proposition, California Packing Corporation vs. Director-General, 
78 I. C. C. 190, and Burson Knitting Co. vs. Baltimore & Ohio, 
92 1. C. C. 607. 


FLOOR COVERING RATING 


In a report on No. 16320, Congoleum-Nairn, Inc., vs. Chicago 
& North Western et al., Examiner Burton Fuller recommends 
that the Commission condemn third class rating on linoleum 
and other floor coverings, 30,000 pounds minimum, as unreason- 
able to the extent it exceeds fourth class at 36,000 pounds and 
prescribe that rating for the future. The complainant, with 
plants at Salem, Camden and Kearny, N. J., alleged the rating 
was unreasonable and asked for the prescription of a reasonable 
rating for the future. The Certain-teed Products Co. intervened 
in support of the complaint, while the Armstrong Cork Com- 
pany and wholesalers at' Chicago and Kansas City intervened in 
opposition. The George W. Blabon Co. also intervened, but the 
examiner said its position was not disclosed. The complainant 
contended, the examiner said, that the rating should be the same 
in the three classification territories. The minimum at present is 
30,000 in the three territories, but in western the rating is third, 
while it is fourth in the others. The defendants, the examiner 
said, conceded the rating should be the same in all territories, 
but contended that the uniformity should be brought about by 
making the minimum 36,000 pounds at fourth in all territories. 
The complainant’s position, the examiner said, was that the pres- 
ent minimum was necessary to assure a wide distribution of its 
product through the smaller jobbers with limited financial re- 
sources and storage facilities. The defendants contended there 
was no commercial necessity for a minimum less than 36,000 
pounds. But he said the question whether an increase in mini- 
mum would be justified in Official and Southern territories was 
beyond the scope of this proceeding. 


FELDSPAR REPARATION 


A finding of unreasonableness, an award of reparation and 
an order establishing a rate for the future, have been recom- 
mended by Examiner Frank C. Weems in No. 16771, Green Hill 
Mining Company, Inc., et al. vs. New York Central, as to a sixth. 
class rate of 33.5 cents on crude feldspar, carloads, from DeKalb. 
Junction, N. Y., to Cleveland, O. That rate was assessed on five: 
carloads that moved in November and December, 1924. The com- 
plaint alleged it was unreasonable, unjustly discriminatory, un- 
duly preferential and unduly prejudicial to the extent it ex- 
ceeded 19 cents. Weems said it should be found unreasonable 
to the extent it exceeded 20 cents, that reparation to that basis 
should be awarded and the 20 cent rate ordered for future use. 

Weems said the complainant’s chief competition was with 
feldspar from Keene, N. H., and at points on the Carolina, 
Clinchfield & Ohio, particularly near Penland, N. C. He said the 
record did not support the allegations of unjust discrimination 
and undue prejudice. Since the shipments the rate has been re- 
duced to 25 cents. The New York Central contended that that 
rate would be just and reasonable for the future and showed that 
it was 2 cents less than 78 per cent of the present rate of 34.5 
cents from New York to Chicago. It said that while Cleveland 
was in 71 per cent territory the rates from 78 per cent territory 
were observed as minima from stations in northern New York 
of which DeKalb Junction was one. 

Regardless of some comparisons which he had been discuss- 
ing, Weems said the unreasonableness of the 25 cent rate seemed 
to be clearly shown by the fact that it yielded 11.1 mills per ton- 
mile in comparison with earnings from Keene, N. H., to Chicago, 
of only six mills for a haul twice as great. 
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SOUTHERN CLASS RATE CASE 


The Traffic World Washington Bureau 


In effect, if not in theory, the Commission has opened No. 
13494, southern class rate investigation, for further argument 
on brief, to be completed on or before November 7. The 
further arguments are to be known as comments on the 
Commission’s decision, such as have been made by the south- 
ern carriers. The permission to file comment is given in the 
following notice signed by Commissioner Eastman, addressed 
to all concerned: 


Certain southern carriers have filed with the Commission a 
voluminous statement of reasons why they are unable and unwilling 
to accept the findings of the report in the above-entitled case. In 
that statement request is made that these findings be reconsidered 
and modified in many important respects. Similar comments, not 
so voluminous, either have been or are soon to be filed by other 
southern carriers and by carriers in official territory. It is our un- 
derstanding that these statements have been or will be made avail- 
able to parties of record in the investigation. Before reaching any 
conclusion with respect to these various statements the Commission 
feels that an opportunity should be afforded for the expression of 
views by other parties of record. Such expressions may, therefore, 
be filed on or before November 7, 1925. The number of copies to be 
filed with the Commission and the serving of copies upon other parties 
to the proceeding will be governed by the same rule as was fol- 
lowed in the case of the original briefs. 


The Illinois Central, the Yazoo & Mississippi Valley and 
the Gulf & Ship Island have rejected the findings of the 
Commission in this case and made an argument in behalf of 
the retention of the grouping system now in effect. They 
pointed out that origin points were grouped to meet commer- 
cial and transportation conditions and that disregard of those 
groupings by reason of adherence to the mileage principle 
would require the making of varying rates from Chicago to 
Mississippi Valley points, notwithstanding the fact that for a 
long time Chicago had been one group under the Lowrey tariff, 
from which a uniform rate applied to all destinations. 

The Commission, in its decision, suggested that on the 
longer hauls, for simplicity in tariff publication, an advantage 
rather than disadvantage to the public interest, might be ob- 
tained by the use of groups of moderate extent, “figuring the 
rate from a central point within the group.” 

Determined by groups, as just described, beginning at 
Chicago and figuring from a central point in the group, the 
Illinois Central system lines said. it was probable the traffic 
from Chicago would be moved at less than the actual short line 
mileage from Chicago to destination on their rails. Under the 
Lowrey tariff, they said, such rates would apply from all points 
in the Chicago switching district, including those on the rails 
of other carriers, and from which points to the Illinois Central 
rails the switching absorptions were very heavy. 

“We feel that mileage basis should not be determined in 
such manner as to penalize carriers on important traffic and 
recommend that group mileage should be figured on heretofore 
used principles, instead of requiring the use of the central 
point in the group,” said the communication of the Illinois 
Central system roads. 


They said that for the reasons mentioned, and to save time 
in putting the new rates into effect, as well as for tariff sim- 
plicity, they believed the present northern groupings to Mis- 
sissippi Valley territory should be maintained in a somewhat 
modified form by creating additional groups which would be 
practicable without violating the principle that rates from 
certain points should not be made relatively high in order that 
rates from other groups might be made relatively low. The 
Illinois Central lines also referred to fourth section violations 
that would result from the use of rate bases prescribed by the 
Commission, to the great hurt of the Ohio River crossings, 
particularly Louisville, to destinations in southern Kentucky, 
Tennessee and points in West Virginia and the great preference 
for points north of the river. 

The American Short Line Railroad Association, while ac- 
knowledging the service the Commission had rendered to its 
members in permitting the short lines to meet competition at 
the junction points without flattening their local rates, never- 
theless said it was with profound regret that the Commission 
had made exception from the benefits of two railroads, denomi- 
nated short lines by it, in addition to those which were under 
common management and control. The association said it 
doubted the legal power of the Commission to require the treat- 
ment of shore lines in which strong lines had a strong stock 
interest, as being under common management and control. It 
pointed out that under such a classification the minority stock- 
holders in the short line railroads in which the strong lines 
had such a stockholding interest, were deprived of the benefit 
that would accrue to them if the Commission recognized the 
fact that the roads were really short and weak lines. The 
association also objected to the low level of rates prescribed 
by the report. 

In behalf of the Central Freight Association and Illinois 
Classification lines, Eugene Morris and C. W. Galligan have re- 
jected the Commission’s findings in No. 13494, Southern Class 
Rate Case. In their letter to the Commission they have con- 
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tented themselves with pointing out the situation which would 
result from the application of finding No. 17-A and finding No. 
17-D, not mentioning other objectionable matters. 

Messrs. Morris & Galligan said they had made a diligent 
effort to analyze the findings, but had not been able to complete 
it. They said that from what they had been able to analyze it 
had been determined that the findings could not be accepted 
without material modification. They said there was no objec- 
tion, in a discussion of finding No. 17-A, to the application, in 
connection with the interterritorial rates, of Southern Classifica- 
tion; nor, said they, did they find particular fault with the appli- 
cation of rates from C. F. A. and Illinois territories in relation 
with the rates that might be eventually established from the 
Ohio river crossings proper. 

They urged that if a mileage scale was to be applied from 
points north of the Ohio to points south, that an allowance 
should be made for crossing the Ohio river either by the addi- 
tion of constructive mileage or by additions to the rates in cents 
per 100 pounds. 

“There is, however,” said they, “no justification interritorial- 
ly for lower rates, actually or relatively, than apply within either 
Official or Southern territories, intraterritorially.” 

The letter transmitting illustrations of the situations to 
which they objected said there was nothing in the report of the 
Commission justifying lower rates from the Ohio river crossings 
when the freight came from Central Freight Association or IIli- 
nois Freight Association territories, than applicable from Ohio 
river crossings proper, nor relatively and actually lower rates 
from the north than applied from the crossings proper. 


However, they said, by use of the alternative application of 
the so-called differential adjustment prescribed in finding No. 
17-D, fourth section as well as third section violations would 
actually be the result; rates from points north of the Ohio be- 
ing lower than from the crossings notwithstanding that in many 
instances the crossing was directly intermediate between the 
northern point of origin and the southern point of destination 
and the crossing being materially nearer to the southern des- 
tination than the particular northern origin point involved. 


Such an adjustment, they said, took from the Ohio river 
crossings where actual fourth section violations did not occur, 
their natural geographical advantage by bringing northern 
points, considerably removed from the river, to the proximity of 
the crossings which bringing, they said, was not justified by the 
difference in service, as measured by miles. To demonstrate 
the conditions, the carriers submitted a number of exhibits. 
Their first exhibit took Elizabethtown, Ky., a point not far 
south of Louisville. They showed that from Hamilton, O., the 
rates on all classes, one matched against the other, would be 
less to Elizabethtown for 177 miles than from Cincinnati, the 
distance from Cincinnati being but 152 miles. From Pitts- 
burgh, 311 miles northeast of Cincinnati, they said, that on sixth 
class articles in both classifications, 294 in number, the rate 
would be 2% cents less than from Cincinnati; on fifth class 
articles and fourth in Southern Classification, 183 in number, 
the rate from Pittsburgh would be 48 cents, while from Cincin- 
nati it would be 54 cents, although the distance from Pittsburgh 
through Cincinnati was 463 miles as against a distance of 152 
miles from Cincinnati. Like llustratons were taken from points 
in Indiana to points in Kentucky and Tennessee. Another ex- 
treme example was from Youngstown, O., 543 miles from Mor- 
ganfield, Ky. On 878 items, rated fourth class, 805 rated fifth, 
and 294 items rated sixth, in both Official and Southern Classifi- 


cations, the rates were lower than from Cincinnati for a distance 
of 276 miles. 


Greater disparity against Cincinnati, they said, was in- 
dicated on page 4, of Exhibit A-2, under the heading, “Classifica- 
tion Variation.” For example, they said, on the important items 
rated fifth in Official and sixth in Southern, 1,095 in number, 
the rate from Youngston, O., was 2% cents less than from Cin- 
cinnati, while on 183 items rated fifth in Official and fourth in 
Southern, the rate from Youngstown was 71% cents lower than 
from Louisville, notwithstanding the fact that the distance from 
Youngstown was 543 miles as against 166 from Louisville. 


The letter, composed of 18 closely written pages of type- 
writing, is filled with illustrations of that character. In con- 
clusion, the two publishing agents said that, in the opinion of 
the carriers, no justification could be found in either the report 
of Commissioner Eastman or of the report of the Commission, 
as a whole, for discarding the carefully worked out system of 
rates proposed by the carriers in these proceedings and the sub- 
stitution therefor of the adjustment proposed by the Commis- 
sion, the latter, in addition to lowering the general level, bring- 
ing about complications both from a fourth section and third 
section standpoint, not found to exist in the carriers’ proposal. 
They said the Illinois Central would file an individual letter or 
report, that road not having joined in the dispatch of this com- 
munication, pointing out the glaring rate situation that would be 
created by the acceptance of Mr. Eastman’s proposal for deal- 


ing with rates immediately north of the Ohio to points immedi- 
ately south thereof. 
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October 17, 1925 


NICKEL PLATE MERGER HEARING 


The Trafic World Washington Bureas 


Control of the proposed enlarged Nickel Plate will be vested 
in the Vaness Company, which now controls the present Nickel 
Plate. The stock of that company, owned by four men, is now 
deposited with the Cleveland Union Trust Company, with four 
men aS managing trustees, under a trust agreement which runs 
for twenty-one years after the death of the last survivor of the 
four. This was brought out in the questioning of C. L. Bradley, 
vice-president of the trust company, a director of both the Ches- 
apeake & Ohio and the Nickel Plate, by Henry W. Anderson, 
counsel for the protesting minority stockholders of the Chesa- 
peake & Ohio. Mr. Anderson had been asking the reason for the 
difference in the treatment of the Chesapeake & Ohio and the 
Nickel Plate in the Van Sweringen merger proposal under which 
Chesapeake & Ohio stockholders were to exchange their stock 
for the stock of the new Nickel Plate Company, while in the 
ease of stock issued to represent the present Nickel Plate the 
new stock goes into the treasury of the old company and the 
stockholders retain their stock. Mr. Bradley knew of no par- 
ticular reason but thought it made no difference. It was then 
brought out that the Vaness company controlled the old com- 
pany and would control the new company. Some details about 
the trust agreement were brought out, although by an agreement 
between Mr. Anderson and Newton D. Baker, the latter counsel 
for the Van Sweringens, the agreement itself was not put into 
the record, on the ground that it dealt largely with private mat- 
ters. Mr. Bradley said the four stockholders and the four trust- 
ees were the two Van Sweringens, himself and J. R. Nutt, the 
latter president of the Union Trust Company of Cleveland. 

In view.of that, Mr. Anderson said, he would ask Mr. Nutt to 
testify. Mr. Colston, a few days before, had said Mr. Nutt was 
traveling in the west and could not be reached. Mr. Anderson 
asked Mr. Bradley for the name of Mr. Nutt’s secretary so that 
he might communicate with her in an endeavor to obtain the 
presence of Mr. Nutt before the hearing closed. 

In accordance with a prior understanding adjournment was 
then taken until October 14 and Mr. Anderson said that the 
testimony in behalf of the Scott committee would probably be 
finished by the end of that week. He said he would forego the 
examination of M. J. Van Sweringen. Commissioner Meyer then 
asked counsel to be prepared at the close of the hearing to give 
an idea as to how much time they would need for arguments and 
they said they would make an estimate. 

E. C. Bailey, representing minority stockholders of the Hock- 
ing Valley, said he would have some witnesses after the case had 
been completed for the Scott committee. 

F. H. Alfred, president of the Pere Marquette, when ques- 
tioned about his connection with the merger, said he was first 
informed about it in the summer of 1924 after which he made a 
careful study and report, to his directors, as to the effect on the 
Pere Marquette. His directors, he said, appointed a special com- 
mittee to investigate the proposal and to negotiate with the Van 
Sweringens. It had been previously brought out that that com- 
mittee had obtained better terms for the Pere Marquette stock- 
holders than had been offered originally. Mr. Harahan had been 
questioned as to why he had not appointed a similar committee 
for the Chesapeake & Ohio. Mr. Alfred then told of various con- 
ferences as to methods for effecting economies by the joint use 
of facilities under the proposed unification but declined to assent 
to Mr. Anderson’s questions critizing the estimates made by 
J. J. Bernet, president of the Nickel Plate, as to the amount of 
savings, 

Otto Miller, vice-president of the Nickel Plate and diretcor 
of the Hocking Valley and Chesapeake & Ohio, in answer to 
questions, said he had voted for the merger because he thought 
it in accordance with the desire for the consolidation of rail- 
roads and in the interest of the pubile as well as of the stock- 
holders. He declined to give his reasons, in terms of figures, but 
he said the roads would make a nice group; that the total cap- 
italization would reduced and that it was a good thing to take a 
road like the Erie, which he held was in bad financial condition, 
and put it into a system where it could be better operated so as 
to return something to the stockholders. 


Hearing on the proposed Nickel Plate merger was not re- 
sumed on October 14 as planned wiien adjournment was taken 
the week before. Witnesses expected to be present at that time 
could not be obtained, so another adjournment was taken until 
October 19. That delay will make it impossible to conclude the 
testimony in behalf of the Scott committee by the time indicated 
when the adjournment was taken to October 14. 

The state chancery court at Richmond, Va., while the hear- 
ing stood adjourned, dismissed the bill brought by George Cole 
Scott, in behalf of minority stockholders, for an order restrain- 
ing the officers of the Chesapeake & Ohio from holding the gen- 
eral meeting of the stockholders last March at which the leasing 
proposition was to be acted upon. Judge William A. Moncure, 
in dismissing the bill, held with the attorneys for the railroad 
company that the transportation act of 1920 had conferred full 
power on the Commission to deal with questions of acquisition 
by lease, mergers and consolidations. The minority stockholders 


THE TRAFFIC WORLD . 887 


contended that the Commission was without authority in the 
matter at issue because jurisdiction lay in the Virginia courts 
under the state statutes defining the powers of corporations 
created by the state. 


CONSOLIDATION PROPOSED 


Plans for the amalgamation of the Kansas City Southern, 
the Missouri-Kansas-Texas, and the St. Louis Southwestern, with 
further additions to such a system, were announced, October 5, 
by L. F. Loree, chairman of the Kansas City Southern’s execu- 
tive committee. The merger would embrace 11,000 miles of 
trackage and about $1,000,000,000 assets. 

Mr. Loree said the Kansas City Southern had acquired a 
substantial interest in the stock of the St. Louis Southwestern. 
He said this step was contemplated when the K. C. S., a few 
months ago, acquired an interest in the Katy. He said it was 
hoped that the three properties, with considerable additions, 
would constitute a system acceptable to the Commission. 

The announcement was also made, October 15, of the sale by 
the Rock Island of its holdings in St. Louis Southwestern stock 
to the K. C. S. The Rock Island’s plan to merge with it the Cot- 
ton Belt was not acceptable to the Commission, but the combina- 
tion announced by Mr. Loree is in line with the Commission’s 
tentative consolidation plan for roads in the southwest. 


NO PUBLIC NECESSITY 


The .Commission, by division No. 4, hag found that public 
convenience and necessity had not been shown to require the 
operation, by the Astoria, North Shore & Willapa Harbor Rail- 
road, of a line in Pacific county, Washington. It has therefore 
denied the application. The line is owned and now operated by . 
the Oregon-Washington Railroad & Navigation Co. The appli- 
cant was incorporated in November, 1924, with $100,000 of au- 
thorized capital and it proposed to operate the line on a five-year 
lease. The part of the Oregon-Washington line the applicant 
proposed to operate extends from Megler to Nahcotta, Wash., a 
distance of 27 miles. The line formerly connected with a boat 
line that has discontinued operations. The population to be 
served is about 3,500, engaged in dairying, farming, fishing and 
canning. 

The contention was made that the applicant could operate 
the road profitably and pay its stockholders a fair return. The 
Commission said that the showing made was insufficient to war- 
rant the assumption that the applicant could operate the line 
successfully. It said those charged with the running of the 
railroad were inexperienced in such work and that the record 


afforded little assurance that the road would be competently 
managed. 


LEASE OF VIRGINIAN BY N. & W. 


The Trafic World Washington Bureau 


Hearing on the application of the Norfolk & Western for 
authority to lease the Virginian Railway was begun October 12 
before Examiner H. C. Davis. Approval of the application would 
be in the public interest, in the interest of the territory served 
by the two lines, in accord with the intent of the transportation 
act and the recommendations of Professor William Z. Ripley, 
who prepared the report that accompanied the Commission’s 
tentative consolidation plan, counsel representing both lines said 
in their opening statement. 

Counsel explained that Professor Ripley grouped the Vir- 
ginian with a proposed Norfolk & Western system, while the 
Commission presented an alternative thereto for like considera- 
tion which placed the Virginian with the Chesapeake & Ohio. 
The alternative proposal, counsel said, was based upon a mistake 
of fact that combining the Virginian with the N. & W. “ap- 
parently would involve upgrade eastbound haul of westbound 
coal to the vicinity of Roanoke.” Counsel said that N. D. Maher, 
at the time president of the N. & W., at the consolidation hear- 
ings, corrected this misstatement of fact, saying: 

The Norfolk and Western and Virginian have for years had an 
interchange junction point at Matoaka in the coal fields by which 
coal to the Lake and Northwest from the Virginian can be economic- 


ally handled via the Norfolk system without backhaul, and by same 
line used for coal going to the West from mines of the Norfolk and 


Western in that locality. 

Counsel revealed that in the fall of 1924 the Van Sweringen 
interests and the C. & O. proposed a joint lease of the Virginian 
to the C. & O. and the N. & W. This proposal was rejected by 
the N. & W., counsel said, as unsuitable even if terms could have 
been agreed upon with the owners of the Virginian. 

The agreement for a lease of the Virginian to the Norfolk 
& Western, counsel continued, for 999 years, was effected March 25, 
1925, the rental being to pay taxes, operating expenses, and an 
amount equivalent to 6 per cent annually of dividends on the 
preferred and common stock of the Virginian. Summarizing 
the benefits that would accrue from unification of the two prop- 
erties, counsel, in part, said: 


The Norfolk and Western and Virginian have been equipped in 
the coal fields with the same system of electric power. As to power 
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houses and electric locomotives the two roads can be operated as 

‘one with economy and advantage. Important capital expenditure 
will also be avoided or minimized. Unification will avoid the ne- 
‘cessity for increasing the Virginian car supply. Freedom in inter- 
change of coal will reduce the time required to accumulate cargoes 
and reduce the delays of cars standing at tidewater. The Norfolk 
and Western now has cross-loaded car movement to the east from 
mines in the western part of its fields and to the west from its 
eastern mines. Under unified operation cars returning empty from 
carrying Virginian coal to the west would not have to be moved 
through the field empty for return to the Virginian Railway but 
could be placed at the Norfolk and Western mines closest to the 
western gateways. Norfolk and Western coal may be turned from 
the west to the east to replace Virginian coal turned from the east 
to the west and Norfolk and Wester ncars will be available for 
Virginian coal. By using the excess power and electric locomotives 
of the Virginian the Norfolk and Western expects to save a capital 
expenditure in connection with electrification of its own line from 
the coal field west to Williamson that may amount to $10,000,000. 
So much for the operating advantages and economies. ’ 

From the traffic viewpoint also the patrons of both roads will 
be advantaged in point of cost of transportation, enlarged fields of 
operation and service. These advantages cannot be reduced to spe- 
cific dollars and cents but their existence can be shown. Some of 
them are the elimination of switching charges; interchangeability 
of team tracks at points of contact, such as Norfolk and Roanoke; 
the effect already mentioned upon car supply; the opening of one 
line haul rates where the sum of locals is now paid; the milling in 
transit privilege; the reconsignment privilege; the effect in reduced 
rates of the long-and-short-haul provisions of the interstate com- 
merce act upon these two railroads as unified for operation; and 
the general effect upon traffic to and from the Central Freight As- 
sociation territory and to the Southwest. 

There is no substantial carrier competition between the two 
companies. The two lines of railroad are separated on the eastern 
eedge of the coal fields of West Virginia, where the coal originates. 
‘In coal transportation there is no competition between the two roads. 
There are 109 mines served by the lines of the Virginian, one of 
‘which is served by the lines of the Virginian and Norfolk and 
‘Western. This mine is local to the Norfolk and Western and only 
‘served by the Virginian at times when the Norfolk and Western 
‘cannot give service on account of accident. The freight transporta- 
tion ®f the Virginian for 1924 was 7,843,521 tons, of which 6,893,670 
tons ‘were bituminous coal and coke which the two roads could not 
‘cornftpete to carry. The passenger revenue of the Virginian for the 
‘sd¥me year was $848,391.02, a relatively negligible amount of which 
"ws on passenger business between common points. 

: Furthermore, joining the Virginian and Norfolk and Western 
~will importantly aid that combination by supplying a much needed 
.!w grade line to tidewater and will postpone or save heavy capital 


— for both the Norfolk and Western and Virginian in the 
‘future, 


Witnesses testifying in support of the application included 
Mr. Maher, now a member of the board of directors of the N. & 
W., W. J. Jenks, vice-president in charge of operation of the 
N. & W., and J. E. Crawford, general manager of the N. & W. 
Mr. Jenks estimated that unification of the properties would 
effect savings in capital expenditures of approximately $12,000,000, 
while Mr. Crawford estimated that at least $2,000,000 a year 
would be saved by unified operation. 

Adjournment of the hearing to November 11 was taken 
when S. M. Adsit, traffic manager for the Virginian, had 
completed his testimony as to traffic advantages that would 
follow and flow from the unification of the two properties. He 
was subjected to some cross examination by H. J. Wagner, rep- 
resenting Norfolk interests, but it was agreed that no progress 
could be made by undertaking cross examination at this time. 
It was agreed that a week before the beginning of the adjourned 
hearing the opponents of the lease would notify the Norfolk & 
Western of what witnesses would not be required for cross ex- 
amination. 

In addition to the cross examination at the adjourned hear- 
ing, opponents of the lease will present their testimony in sup- 
port of the major proposition that there is no competition be- 
tween the Virginian and the Norfolk & Western which will dis- 
appear in the event of the approval of the proposed lease. When 
adjournment was taken it had been indicated that opposition 
would come from the state of Virginia, City of Norfolk, Chesa- 
peake & Ohio, Chesapeake & Western, Baltimore & Ohio, coal 
‘operators on the Virginian, business and civic organizations along 
‘the line of the Virginian outside of Norfolk and from Norfolk- 
Portsmouth Freight Traffic Association, for which Mr. Wagner 
was appearing. In its petition of intervention that body said: 

(a) That petitioner is of opinion that the control, by lease or 
‘otherwise, of the Virginian Railway Company by the Norfolk & 
Western Railway Company, for which authority it sought in this 
proceeding, would not be in the public interest, since it would elim- 
inate the existing competition between the said carriers, as well 
‘as future competition, for a period of 999 years. 

(b) That control sought under said application is contrary to 
the constitution and statutes of the state of Virginia and of the 


statutes of the state of West Virginia, the only two states in which 
the said Virginian Railway Company operates. 


CHICAGO BELT LEASE 


The Belt Railway Company of Chicago has applied for ap- 
proval of a lease between it and the Chicago & Western Indiana 
Railroad Company and assumption thereunder of liability as 
lessee in respect of certain securities of the Chicago & Western 
Indiana. The applicant explained that it operated under a lease 
from the Chicago & Western Indiana that part of the lat- 
ter’s railroad called the Belt Division which is intersected by 
34 trunk line railroads entering the city of Chicago. Under the 
provisions of the proposed lease the Belt Company is granted the 
right and privilege of using in common with the Western In- 
diana and its other lessees, the main tracks of the Western In- 
diana from a point near 112th street and Torrance avenue, in 
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Chicago, to a point approximately 2,000 feet distant, for a period 
ending September 1, 1962, for the purpose of serving any indus- 
tries which may be hereafter located on the property bounded 
by Torrance avenue on the east, the right of the way of the 
Nickel Plate on the west and south, and the Calumet River on 
the north. 


ACQUISITION OF LINE 


The Commission has authorized acquisition by the Los An- 
geles Junction Railway Company of control, by lease, of a short 
line of railroad under construction by the Central Manufacturing 
District, Inc. 





LEASE OF TIONESTA VALLEY 


The petition of the Susquehanna & New York Railroad 
Company for reconsideration by the Commission of denial by 
Division 4 of the petitioner’s application for authorty to lease 
the Tionesta Valley Railway Company has been granted. (See 
Traffic World, Sept. 12, p. 588.) 


ADDITIONAL 9702 RELIEF 


The Commission, on further consideration of Memphis-South- 
western (commodity rates), 77 I. C. C. 473, and on consideration 
of the fourth section Applications Nos. 12717 and 12718, filed by 
F. A. Leland for a modification of fourth section order No. 8600, 
has issued the following: 


It is ordered, That the said fourth section Order No. 8600 be, and 
the same is hereby, further modified and amended so as to provide 
(1) that the same measure of relief as granted therein with respect to 
commodity rates on straight carloads of fruit jars and mixed carload 
of fruit jars and fruit jar tops prescribed in Memphis-Southwestern 
Investigation, 77 I. C. C. 473, will apply to fruit jar tops in straight 
carloads, minimum weight 30,000 pounds, and (2) that the same 
measure of relief as granted therein with respect to commodity rates 
on furniture prescribed in Memphis-Southwestern Investigation, 17 
I. C. C. 473, will apply to spring assemblies, cushion or seat, classified 
fourth class or lower in western classification. 

The commission does not hereby approve any rates that may be 
filed under this authority; all such rates being subject to complaint, 
investigation and correction if in conflict with any provision of the act. 

It is further ordered, That except as modified herein or by pre- 


vious supplemental orders, said fourth section order No. 8600 shall 
remain in full force and effect. 


ADDITION OF FERRY TOLLS 


On petition of the Louisiana & Arkansas and the Texas & 
Pacific for modification of the orders entered in No. 12478, Al- 
lowances of mileage for Mississippi River crossings, and No. 
12009, Natchez Chamber of Commerce vs. Natchez & Southern 


et al., the Commission has entered the following order in those 
cases: 


It is ordered, That the orders heretofore entered in these pro- 
ceedings whereby certain ferry tolls are added to the distance class 
and commodity rates from the west bank point in determining inter- 
state distance class and commodity rates to and from Vicksburg and 
Natchez, Miss., Angola, North Baton Rouge, Harahan, and New Or- 
leans, La., be, and they are hereby modified so as to permit of the 
addition of these ferry tolls to the appropriate joint line bases from 
the west bank point in determining interstate distance class and com- 
modity rates from Natchez, Miss., and North Baton Rouge, La., but 
otherwise said orders shall remain in full force and effect. 


EASTERN CLASS RATES CASE 


Mason Manghum, counsel for the Trunk Line and New Eng- 
land Shippers’ Rate Committee, in a letter to the Commission in 
No. 15879, the Eastern Class Rate Investigation, has advised the 
Commission that, in the estimation of the Committee, the proper 
procedure in this case would be a tentative report after the evi- 
dence had been submitted and briefs filed, arguments for and 
against the tentative report, and then the final report showing a 
rate level subject to a revenue test to be made after the rate 
level had been prescribed. 

This letter was by way of answer to the petition of the car- 
riers, dated July 17, for a determination of certain issues in the 
case prior to the making of a revenue study. Mr. Manghum said 
it was the conviction of the Committee that the foundational and 
guiding principles of the case, coupled with at least a tentative 
level of rates, should be determined by the Commission in ad- 
vance of any expensive revenue test by the carriers. That, he 
said, would seem to be the most desirable procedure from every 
point of view and one conducive to the interests of the carriers 
as well as to the shipping public. He suggested that the carriers 
were in an illogical and inconsistent position when they asked 
the Commission to direct that the revenue test be made previous 
to the determination of the level of the rates because, in studied 
and deliberate manner, he said, they set forth the great difficulty, 
expense and almost total absence of benefit from such procedure. 

Attention has been called to an error in a statement of dis- 
tances in an example used by C. E. Hochstedler, secretary of the 
shippers’ steering committee, testifying at Chicago in the eastern 
class rate investigation, September 21 (Traffic World, September 
26, p. 698). In referring to the rates east and westbound from 
Syracuse and Cumberland, New York, the report gives the im- 
pression that Cumberland is the more distant point from Chicago. 
The reverse is true. Mr. Hochstedler used the example to show 
the lower level of rates from Syracuse, though it is 39 miles fur- 
ther distant from Chicago than Cumberland. 
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U. S. Supreme Court Decisions 


FOURTH SECTION REPARATION 


The Supreme Court of the United States, in No. 221, J. W. 
Patterson et al. vs. Louisville & Nashville et al, in an opinion 
written by Associate Justice Brandeis, has affirmed the decision 
of the Circuit Court of Appeals for the fifth circuit from which 
it came on a writ of error. The effect of the decision is to deny 
reparation to the complainants in what was known, before the 
Commission, as the Hudson Mule case. The Commission held 
that the shippers were entitled to reparation on a finding that 
the joint rates while “not unduly high” were unreasonable to 
the extent they exceeded the aggregate of the intermediate rates. 

Justice Brandeis said this suit was brought in the northern 
district of Georgia to enforce an order of reparation for $30,000 
which had been entered, April 9, 1923, by the Commission. The 
shipments of animals were made from time to time between 
January 1, 1916, and December 1, 1918. Therefore the suit was 
brought against both the railroads annd James C. Davis, as 
agent. The Director-General and the corporations were defend- 
ants before the Commission and the order of reparation ran 
against both. Mr. Brandeis said: 


Sesction 4 of the Act to Regulate Commerce as amended June 18, 
1910, c. 309, 36 Stat. 539, 547, provides, among other things: ‘That 
it shall be unlawful for any common carrier subject to the provision 
of this Act . . . to charge any greater compensation as a 
through rate than the aggregate of the intermediate rates subject 
to the provisions of this Act.” 

This suit was brought in the federal court for northern Georgia, 
under Section 16, paragraph 2, of the Act, to enforce an order of 
reparation for $30,000, which had been entered by the Interstate 
Commerce Commission on April 9, 1923, pursuant to Sections 8 and 
9. The shipments having been made from time to time between 
January 1, 1916, and December 1, 1918, both the railroad companies 
and James C. Davis, as agent designated by the President under 
Section 206 of Transportation Act, 1920, c. 91, 41 Stat. 456, 461, were 
joined as defendants before the Commission and in the courts. The 
rates under which these shipments were made were first estab- 
lished in 1892, and were proportionately increased under the terms 
of general order No. 28 of the Director General of Railroads on June 
25, 1918. The case was heard upon ,demurrer to the declaration, to 
which were annexed as exhibits the several complaints before the 
Commission and the order of the Commission with incorporated 
reports. The demurrers were sustained by the District Court; judg- 
ment was entered for the defendants; and this judgment was af- 
firmed by the Circuit Court of Appeals, 2 Fed. (2d) 592. The case 
is here on writ of error under Section 241 of the Judicial Code. 

The complaint before the Commission as amended charged that 

the through rates were “unreasonable, excessive and unjustly dis- 
criminatory contrary to the First, Third and Fourth Sections,’ and 
also charged specifically that they violated the aggregate-of-in- 
termediates clause above quoted. The report shows that relief was 
not granted on the ground of unjust discrimination under Section 3, 
nor on the ground of departure from the long-and-short-haul clause 
of Section 4: s to the remaining grounds of relief asserted in the 
complaint, the report states: “. . . we find that, while the rates 
assailed appear not unduly high, they were unreasonable in and to 
the extent that they respectively exceeded the aggregates of the 
intermediate rates subject to the act; that complainants made ship- 
ments and paid and bore the charges thereon upon the basis of the 
through rates and were damaged thereby; and that they are en- 
titled to reparation on the basis of the difference between the re- 
spective through rates and the sums of the lowest intermediate 
rates subject to the act applicable on all shipments which moved 
since the dates above stated for the several complainants.” 
_ Whether the Commission intended to base its order of repara- 
tion upon Section 1, or upon the aggregate-of-intermediates clause of 
Section 4, or upon both, is left uncertain by the language used. The 
District Court apparently assumed that the report awarded, and 
the declaration sought, such relief on both grounds. It held that 
there was no liability under Section 4, because the Commission had 
found that the through rates which exceeded the local had been 
protected by proper application for relief from the operation of 
that clause of the section. It held that there was no liability un- 
der Section 1, because the Commission found that the through rates, 
although higher than the aggregate of the intermediates, were ‘‘not 
unduly high.” The Circuit Court of Appeals construed the declara- 
tion as seeking recovery only on the ground that the quoted clause 
of Section 4 had been violated; and it affirmed the judgment be- 
cause the shippers had failed to show that this violation had caused 
them special pecuniary damage. The declaration, and the brief and 
argument submitted for the shippers in this Court, make it clear 
that the only cause of action sued on is e violation of the ag- 
sregate-of-intermediates clause of Section 4.7% have, therefore, no 
occasion to pass upon the effect of the finding that the through 
rates were “not unduly high” or on other questions discussed by 
counsel bearing upon liability under Section 1. 

The shippers insist that, since the declaration set forth an order 
of reparation for violation of the aggregate-of-intermediates clause 
“uly made upon complaint and hearing, the demurrer should have 
Seen overruled. The argument is that the Commission is without 
power to suspend the aggregate-of-intermediates clause; that if 
it has any such power, it is only to the extent of relieving the carrier 
‘rom criminal liability under Section 10 of the Act, so that in no 
event can a suspension relieve the carrier from civil liability to 
shippers; that the Commission. thus retains the power under Sec- 
‘ons 8 and 9 to award reparation for damage suffered; that, what- 
ever the power of the Commission to suspend the clause in question, 
Nat power does not appear to have been invoked in this case by 
an adequate and timely aplication to the Commission; that since, 
on any one of the above grounds, the Commission was free to award 
reparation upon finding damage suffered as a result -of the higher 
Brough rate, and found such damage, its report stated a prima 
‘acie liability; and that, as the declaration embodied the report, 
*“ was good on demurrer. The argument is, in our opinion, un- 


sound, 





7. 


The aggregate-of-intermediates clause was inserted in Section 4 
by the Act of June 18, 1910. Since that amendment, as before, the 
section empowers the Commission, upon special application, to “pre- 
scribe the extent to which such designated common carrier may be 
relieved from the operation of this section.’’ The question whether, 
after the amendment, the power so conferred was still limited to the 
long-and-short-haul clause or extended also to the aggregate-of- 
intermediates clause, received careful consideration immediately after 
the passage of the 1910 Act. The Commission concluded that its 
power to grant the relief applied to both of these clauses. In 
its annual report for 1911 the reasons for this conclusion were set 
forth. Paragraph 19-20. The construction then adopted has been 
acted upon consistently ever since.* So far as appears, no court, 
federal or state, has taken a different view. An Congress has ac- 
quiesced. 

In support of the contention that the power to relieve from the 
operation of the section does not cover this case, the shippers 
point to the fact that, while the charge of the higher through rate 
did not become unlawful per se untill the provision to that effect 
was inserted in Section 4 by the 1910 Act, the Commission had re- 
peatedly held that a through rate higher than the aggregate of the 
intermediates was prima facie unreasonable.t} From this they argue 
that the construction given to the amended Act by the defendant 
carriers would result in abridging, instead of enlarging, the rights 
of shippers in this respect, and therefore should not be adopted. We 
think such a conclusion erroneous. The construction given the 
section by the carriers does not result in abridging the rights of 
shippers. As a result of the amendment such through rates, unless 
protected by proper application, are not merely prima facie un- 
reasonable, but unlawful by express statutory provision. The Com- 
mission, while cleaiming the power to suspend the operation of the 
clause in question, has continued to hold that, as before the amend- 
ment, such through rates are prima facie unreasonable when at- 
tacked under Section 1 of the Act.t 

No good reason is shown for denying to the words used their 
clear and natural meaning. Compare Skinner & Eddy Corp. vs. 
United States, 249 U. S. 557, 564-568. On the other hand, there 
is good reason why the two prohibitions of Section 4 should he 
treated similarly. Apart from statutory enactment it is prima facie 
unréasonable to charge more for a shorter than for a longer haul. 
To charge more for a through haul than the aggregate of the inter- 
mediate rates is likewise prima facie unreasonable. In each case 
conditions may exist which, if shown, would establish the reason- 
ableness of the rate in question. Under the Act to Regulate Com- 
merce as originally enacted the carriers were, in each class of cases. 
at liberty to introduce the rate without first securing the consent of 
the Commission. If its invalidity were later asserted, they could 
escape liability by establishing then its justification. By amendatory 
legislation, Congress provided, in each class of cases, that the rate 
should not be charged unless, prior to its introduction, the Com- 
mission had, upon special application, granted authority therefor. 
Intermountain Rate Cases, 234 U. S. 476. 

The shippers’ contention that relief from the operation of the 
agegregate-of-intermediates clause was not invoked by an adequate 
and timely application is also unsound. Under the second proviso 
of Section 4 the rates complained of, if in effect on June 18, 1910 and 
then lawful, remained so provided an application to suspend the op- 
eration of the section duly made and was either allowed or re- 
mained undetermined. he District Court construed the report of 
the Commission as finding that the then existing rates here in 
question were so protected. We, also, construe the report as find- 
ing, in effect, that application for relief was made and was both 
adequate and timely. 

It is true that the due filing of such an application for relief from 
the aggregate-of-intermediates clause or even an order granting 
relief thereon, would not render legal a rate which violated some 
other section of the Act. See United States vs. Merchants, etc., 
Assn., 242 U. S. 178, 188. A through rate would be unlawful, de- 
spite such an order, if it violated Section 3 because unjustly dis- 
criminatory. or if it violated Section 1 because unreasonably high. 
The Commission is correct in holding, as before stated. that if a 
through rate higher than the aggregate of the intermediates is at- 
tacked under Section 1, the prima facie presumption that such higher 
through rate is unreasonable, and hence unlawful, obtains now as it 
did before the 1910 amendment. But no such question could arise in 
a proceeding limited to Section 4. In a proceeding for violation of 
either clause of Section 4, there is no occasion to consider either 
the presumption of unreasonableness or the existence of a justifica- 
tion for making the through rate higher. Neither is relevant. For if 
there has been an adequate and timely application within the six 
months, which application remains undetermined—or an application 
filed later and granted—there can be no violation of that section. If 
there was no such application filed, the section is violated by the 


*Humphreys Godwin vs. Yazoo & M. V. R. R. Co., 31 1. C. C. 
25, 29: Through Rates from Buffalo-Pittsburgh Territory, 36 I. C. C. 
325; Threugh Rates to Points in Louisiana and Texas, 38 I. C. C 





c. 
153; Du Pont de Nemours & Co. vs. Director General, 62 I. C. C. 
109; Fares between New York and Points West of Newark, 74 I. C. 
0 i, Peeemy Lumber Co. vs. Louisiana & P. Ry. Co., 83 I. C. C. 

tHope Cotton Oil Co. vs. Texas & P. Ry. Co., 12 I. C. C. 265; 
Coomes vs. Chicago, M. & St. P. Ry. Co., 13 I. C. C. 192: Oshkosh 
Logging Tool Co. vs. Chicago & N. W. Ry. Co., 14 I. C. C. 109; Hard- 
enberg, Dolson & Gray vs. Northern Pacific Ry. Co., 14 I 


579; Momsen & Co. vs. Gila Valley, G. & N. Ry. Co., 14 1. Cc. C 
614, 615; Lindsay Bros. vs. Michigan Central R. R. Co., 15 I. C. C. 
40: Michigan Buggy Co. vs. Grand Ranids & I. Ry. Co.. 15 I. C. C. 
297; Lindsay Bros. vs. Baltimore & O. S. W. R. R. Co., 16 I. C. C. 6; 
Wells-Higman Co. vs. Grand Rapids & I. Ry. Co., 16 I. C. C. 339; 


Rlodgett Milling Co. vs. Chicago, M. & St. P. Ry. Co., 16 I. C. C. 
284: Smith Mfg. Co. vs. Chicago. M. & G. Ry. Co., 16 I. C. C. 447; 
Milburn Wagon Co. vs. Lake Shore & M. S. Ry. Co., 18 I. GC. C. 
i’ ‘ea Turned Goods Co. vs. Chesapeake & O. Ry. Co., 18 

tSee, e. g., Humphreys Godwin Co. vs. Yazoo & M. V. R. R. Co., 
31 I. C. C. 25; Alabama Packing Co. vs. Louisville & N. R. R. Co., 
47 I. C. C. 524, 529; Williams Co. vs. Pennsylvania Co., 50 I. C. C. 
531, 533; Virginia-Carolina Chemical Co. vs. Atlantic Coast Line 
R. R. Co., 78 I. C. C. 107; Davidson & Namack Foundry Co. vs. 
Pennsylvania R. R. Co. 81 I. C. C. 345; La Crosse Chamber of Com- 
merce vs. Director General, 93 I. C, C. 602. 
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higher through rate, even if conditions are shown which would 
have justified the rate as against a charge of unreasonableness 
under Section 1 

Since there can be no recovery under Section 4 because of the 
pendency of an application for relief, we have no occasion to consider 
whether the rule of Davis vs. Portland Seed Co., 264 U. S. 403, 
as to damages applies to violations of the aggregate-of-intermediates 
clause, nor whether it applies alike to suits based on reparation 


orders and to those instituted in the courts without such prior order. 
Affirmed. 


SUPREME COURT ACTION. 


The Supreme Court of the United States this week denied 
petitions for wrtis of certiorari in the following personal injury 
cases: 


No. 474, Texas & Pacific vs. Z. L. Jarett; No. 532, Borelli_vs. 
International Railway; No. 534, Pullman Company vs. Jacob S. Waln 
et al., No. 539, B. & O. vs. Charles Tittle; No. 545, Mississippi Cen- 


tral vs. Ernest Knight; and No. 571, Mary Ann Parramore et al. vs. 
D. & R. G. W. 


No. 144, C. R. I. & P. vs. Mrs. Abi Janney, a personal injury 
case, was dismissed for want of jurisdiction. 

In No. 529, Northern vs. Donald Page et al.,a personal injury 
case, a petition for a writ of certiorari was granted. 


INTEREST ON REPARATION 


A reversal of Federal Judge Cliffe’s decision in the case of 
Wilson & Company, of Oklahoma, against the Director General, 
seeking to recover $2,841.97 reparation, plus interest at 6 per 
cent, which was granted by the Commission, was issued by the 
Circuit Court of Appeals at Chicago, October 10. The decision 
of the court of appeals allowed the contention of plaintiff’s at- 
torneys that interest should be paid the plaintiff, but said that 
attorneys’ fees were not part of damage and were in the nature 
of a penalty on the defendant, who, in this case, was the gov- 
ernment, and that’ an order had been promulgated by the Presi- 
dent, through the Attorney-General, that denied liability for 
fines, penalties and forfeitures. 

Judge Cliffe decided, April 4, 1925, against the plaintiff, de- 
nying him the right to recover interest as part of damages. The 
original complaint was of unreasonable, unjust, and discrimina- 
tory rates on hogs in single deck cars moving from Nashville, 
Tenn., to Oklahoma City. The Commission in 81 I. C. C. 39 
granted reparation and interest, but the Director General re- 
fused to pay more than the award of reparation without inter- 
est. The complainant, in the case before Judge Cliffe as well 
as before the court of appeals, sought interest on the amount of 
reparation and attorneys’ fees as well. 


The opinion of the court of appeals with regard to the mat- 
ter of interest was that the Commission intended the so-called 
interest provision of its decision to be but a part of the damages, 
and not to allow interest as something more and apart. 


The decision of Circuit Judges Alschuler, Evans and Ander- 


son, and written by Judge Evans, in which the decision of Judge 
Cliffe was reversed, is as follows: 


While the railroads were operated by the Government during and 
shortly after the world war, plaintiff made certain shipments of hogs 
in interstate commerce for which an alleged exorbitant freight charge 
was collected. Shipper petitioned the Interstate Commerce Commis- 
sion for relief, and a reparation order was entered after findings had 
been made that the existing published tariffs were excessive. The 
material portion of the reparation award is as follows: 

“It is therefore ordered, That defendant, James C, Davis, Direc- 
tor General of Railroads, as Agent, be, and he is hereby, authorized 
and directed to pay unto complainant, Wilson & Company, Incor- 
porated of Oklahoma, on or before April 18, 1924, the sum of $2,841.97 
with interest thereon at the rate of 6 per cent per annum from 
February 15, 1919, as reparation on account of unreasonable rates 
charged for the transportation of numerous single-deck carloads of 
hogs from Nashville, Tenn., to Oklahoma City, Okla.” 

Immediately upon the entry of this order, defendant offered to 
pay $2,841.97—the sum which represented the difference between the 
charge collected and the reasonable rate as found by the Commission, 
but refused to pay interest upon such sum, or attorney’s fees. An 
action in the District Court followed and judgment went for plaintiff, 
but interest and attorney fees were denied. This writ involves merely 
the question of a shipper’s right to recover the so-called interest 
upon the award, and reasonable attorney’s fees, as provided for by 
Section 16 of the Interstate Commerce Act. 

Evans, C. J.: In approaching the consideration of this question, 
we accept certain propositions as settled. (a) The Government acted 
in its sovereign capacity when it ‘‘took over’? and operated the rail- 
roads. Dupont de Nemours vs. Davis, 264 U. S. 456. (b) As a 
sovereign, the Government cannot be sued without the consent of 
Congress, Davis vs. Donovan, 265 U. S. 257. (c) The Government’s 
liability is limited by the Act of Congress which authorizes suits to 
be brought rather than by the acts which ordinarily would create the 
liability and determine its extent. Davis vs. Donovan, supra. 

From the foregoing premises, defendant argues that neither Sec- 
tion 206 (c) of the Transportation Act, nor Section 10 of the Federal 
Control Act specifically provides for payment of interest on reparation 
claims, and, therefore, liability is denied. 

Plaintiff in error, on the other hand, contends (a) that it was 
settled law when the Transportation Act was enacted that interest 
might be included on the reparation awards as part of the damages, 
and recovered 7 the shipper. International Agricultural Corporation 
vs. L. & N. R. R. Co., 29 I. C. C. 391; Shreveport Creosoting Co. vs. 
Louisiana & Pacific R. R. Co., 92 I. C. C. 519. These rulings of the 
I, C. C. were upheld by various courts. Pennsylvania R. R. Co. vs. 
Minds, 250 U. S. 368; Louisville & Nashville R. R. Co. vs. Ohio Valley 
Tie Co., 242 U. S., Arkadelphia Milling Co. vs. St. Louis Southwestern 
R. Co., 249 U. S. 134; Louisville & Nashville R. Co. vs. Sloss-Sheffield 
S. & 1. Co., 295 Fed. 53; C. M. & St. P. Ry. Co. vs. Geo. Hormel & 
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Co., 240 Fed. 381; Baer Bros. Mercantile Co. vs. Denver & Rip 
Grande R. Co., 233 U. S. 479; Meeker vs. Lehigh Valley R. R. Co, 
236 U. S. 412; Mills vs. Lehigh Valley R. R. Co., 238 U. S. 473; Siuth. 
ern Pacific Co. vs. Darnell-Taenzer Lumber Co., 245 U. S. 531; Penn. 
sylvania R. R. Co..vs. Weber, 257 U. S. 85. (b) Under the Trans. 
portation Act (Sec. 206) and the Federal Control Act (Sec. 10) the 
liability of the Director General was established and declared to be 
the same as that of the carrier prior to Government operation, 
far as liability to shippers was concerned. 

From a consideration of these cases and the contention of coun. 
sel, it is apparent that liability, if it exists at all, must be traced to 
legislative enactment, and cannot be inferred or read into any act by 
implication. 

This conclusion, so far as it relates to “interest’’ upon claims 
against the Government, is confirmed oy an examination of Section 
177 of the Judicial Code, which, we think, might fairly be said to 
announce the policy of the Government respecting interest on al) 
claims filed against it. See, also, United States vs. Verdier, 164 U. §, 
213, 218; Stanley vs. Schwalby, 162 U. S. 272. 

Courts have likewise uniformly held that costs should not be 
taxed against the Government in the absence of a statute particular. 
ly authorizing their allowance. North American Trading Co. ys, 
United States, 253 U. S. 330; In re Post Office Site of Borough of 
The Bronx, 210 Fed. 832. The question before us is, therefore, a 
narrow and limited one. Has the shipper met the burden which rests 
upon it in this case? Did the Government intend to abandon its 
policy of refusing interest and costs in cases brought against it, and 
more, did it give expression to such intention in the two acts under 
consideration? 

So far as “interest”? is concerned, we think plaintiff has succegs- 
fully met the burden. In reaching this conclusion we assume that 
the Commission intended the so-called interest provision to be but 
a part of the damages. True, the word ‘‘interest’’ was used in the 
order and the method of computing this item of damage was the 
usual one followed in computing interest. Nevertheless, it was not 
allowed in the way of interest as such, but as a part of the damages, 
we Section 10 of the Federal Control Act provides, among other 

ings: 

“Sec. 10. That carriers while under Federal control shall be 
subject to all laws and liabilities as common carriers, whether aris- 
ing under State or Federal laws or at common law, except in so far 
as may be inconsistent with the provisions of this Act or any other 
Act applicable to such Federal control or with any order of the Presi- 
dent.. Actions at law or suits in equity may be brought by and 
against such carriers and judgments rendered as now provided by 
law; and in any action at law or suit in equity against the carrier, 
no defense shall be made thereto upon the ground that the carrier is 
an instrumentality or agency of the Federal Government.”’ 

“After full hearing the Commission may make such findings and 
orders as are authorized by the Act to Regulate Commerce as amend- 
yun and said findings and orders shall be enforced as provided in said 
Ag.” 

Section 206 of the Transportation Act reads: 

“Sec. 206 (a) Actions at law, suits in equity and proceedings in 
admiralty, based on causes of action arising out of the possession 
use, or operation by the President of the railroad or system of trans- 
portation of any carrier (under the provisions of the Federal Con- 
trol Act, or of the Act of August 29, 1916) of such character as prior 
to Federal control could have been brought against such carrier, may, 
after the termination of Federal control, be brought against an agent 
designated by the President for such purpose, which agent shall be 
designated by the President within thirty days after the passage of 
this Act. * * ® 

“Sec. 206 (c) Complaints praying for reparation on account of 
damage claimed to have been caused by reason of the collection or 
enforcement by or through the President during the period of Federal 
control of rates, fares, charges, classifications, regulations or prac- 
tices (including those applicable to interstate, foreign or intrastate 
traffic) which were unjust, unreasonable, unjustly discriminatory or 
unduly or unreasonably prejudicial, or otherwise in violation of the 
Interstate Commerce Act, may be filed with the Commission, within 
one year after the termination of Federal control, against the agent 
designated by the President under sub-division (a). * * * The 
Commission is hereby given jurisdiction to hear and decide such com- 
plaints in the manner provided in the Interstate Commerce Act, and 
all notices and orders in such proceedings shall be served upon the 
agent designated by the President under sub-division (a).”’ 

A fair interpretation of these statutes, we think, demands a con- 
struction which continued (so far as possible) all existing rights, 
liabilities and obligations of shippers and carriers. 

Under them the shipper was entitled to recover damages in case 
an excessive freight rate was charged and collected. Damages had 
been construed at the time of the enactment of this legislation to in- 
clude as one element thereof the value of the use of the money of 
which the shipper had been unlawfully deprived. We can _ hardly 
believe that the reparation authorized by Section 206 (c) was different 


from the amount which the shipper was entitled to collect prior to the 
Government’s taking over the railroads. 


_ Respecting costs and attorneys’ fees, we are satisfied that the 
shipper has not met the burden under which it labors. Costs and 
attorneys’ fees are not part of the damage. They relate to the 
remedy. The law was well settled at the time of this enactment that 
costs and attorneys’ fees against the Government were not collect- 
ible. There is nothing in the statute which, by implication or other- 
wise, modifies this rule. The allowance of attorneys’ fees in cases of 
this kind is in the nature of a penalty, and the President, through the 
Director General, very clearly promulgated an order (General Order 
No. 50) which denied liability for ‘‘fines, penalties and forfeitures.” | 

While the questions before us were not squarely presented in 
Missouri Pac. R. R. Co. vs. Ault, 256 U. S. 354, and Dahn vs. Davis, 
258 U. S. 421, the announcements there made are sufficiently appli- 


cable to the facts in this case to be controlling. In the Ault case, 
the court said: 


“The purpose for which the Government permitted itself to be 
sued was compensation, not punishment. In issuing General Order 
No. 50, the Director General was careful to confine the order to the 
limits set by the act, by concluding the first paragraph of the order, 
‘provided, however, that this order shall not apply to actions, suits, 
or proceedings for the recovery of fines, penalties, and forfeitures. 
Wherever the law permitted compensatory damages they may be 
collected against the carrier while under federal control. Such dam- 
ages may reasonably include interest and costs. See Hines vs. Taylor, 
79 Florida 218. But double damages, penalties and forfeitures, which 
do not merely compensate but punish, are not within the purview of 
the statute. See Hines vs. Taylor, supra; Jackson-Tweed Lumber 
Co. vs. Southern Ry. Co., 113 S. Car. 236. The amount recovered in 
the present case over and above the wages due and unpaid with 
interest is in the nature of a punishment. It is called a penalty in 
the state statute. The Supreme Court of Arkansas had held that 
it was not technically a penalty, declaring: ‘It is allowed for a dou- 
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‘ble purpose, aS a compensation for the delay, and as a punishment 


for the failure to pay. It is composed of all the elements and serves 
all the purposes of exemplary damages.’ Leep vs. Railway Co., 58 
Arkansas 407, 440-441. But whether in a proceeding against the 
Director General it shall be deemed compensation or a penalty pre- 
sents a question not of state, but of federal law. Whatever name be 
applied, the element of punishment clearly predominates and Congress 
has not given its consent that suits of this character be brought 
against the United States. The judgment against the Director Gen- 


eral, so far as it provided for recovery of the penalty, was erroneous.” 
While it is true that the language used in the opinion respecting 
interest was dictum, we accept it as an authoritative pronouncement 
on the subject. 
The judgment is reversed with direction to enter one in plain- 
tiff’s favor for the sum fixed by the reparation order of the I. C. C 
put without costs or attorney’s fees. 











Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R: and Digests of National Reporter 


eporters 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Charterer Held Not Entitled to Damages in Addition to Cancella- 
tion for Delay: 

(Circuit Court of Appeals, Second Circuit.) A charter of a 
ship to carry a cargo, giving the charterer the option to cancel 
if the ship is not ready to leave by a day specified, does not 
imply a promise by the owner to tender the ship on or before 
that day, and the charterer, in addition to cancellation, cannot 
recover damages solely because of the failure to make such 
tender. (Sanday et al. vs. United States Shipping Board Emer- 
gency Fleet Corporation, 6 Fed. Rep. (2nd) 384.) 


| Loss and Damage Decisions 





| 
| 
| Cases Recently Decided by State and Federal Courts | 
| 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) 


DELAY IN TRANSPORTATION OR DELIVERY 
Railroad Cannot Contract to Furnish Cars for Interstate Ship- 
ments: 

(Springfield Court of Appeals, Missouri.) In view of Inter- 
state Commerce Act as amended February 28, 1920 (U. S. Comp. 
St. Ann. Supp. 1923, Sec. 8563 et seq.), pertaining to car service 
for interstate shipments, railroad cannot make valid agreement 
to furnish cars. (Williams vs. St. Louis-San Francisco Ry. Co., 
274 S. W. Rep. 935.) 


No Cause of Action Can Arise for Breach of Contract to Furnish 
Cars in Interstate Commerce: 
In view of Interstate Commerce Act, as amended February 
28, 1920 (U. S. Comp. St. Ann. Supp. 1923, Sec. 8563 et seq.), 
cause of action cannot arise from breach of contract, oral or 
written, to furnish cars for shipment of live stock in interstate 
commerce.—Ibid. 


Carrier Failing to Furnish Cars Within Reasonable Time Liable: 

When tariff rule No. 2798, as to ordering of cars by ship- 
per, has been complied with, and carrier fails to furnish cars as 
ordered within reasonable time, it is liable to shipper for breach 
of duty created by law and not for breach of contract.—Ibid. 
Instruction Permitting Recovery for Failure to Furnish Cars 

Erroneous: 

In suit by shipper of live stock for railroad’s breach of duty 
to furnish cars contracted for interstate shipment instruction 


permitting recovery for railroad’s breach of contract was errone- 
ous.—Ibid. 


Measure of Damages for Delay in Furnishing Stock Cars Stated: 

Measure of damages resulting from unreasonable delay in 
furnishing stock cars is difference in market price at place of 
destination when shipment should have arrived and when it did 
arrive, plus reasonable expense incurred because of delay.—Ibid. 


CARRIAGE OF LIVE STOCK 


In Action for Death of Live Stock During Shipment, Proof of 
Specific Acts of Negligence Not Necessary Under General 
Allegation Thereof: 

(Kansas City Court of Appeals, Missouri.) Where there is 
an unaccompanied shipment of live stock, either interstate or 
intrastate, and death of animal occurs while in custody of car- 
tier, shipper need not prove, under general allegation of neg- 
ligence, specific acts of negligence on part of carrier, but it is 
Sufficient if there is substantial evidence from which reasonable 
inference of negligence may be drawn. (Long et al. vs. Ameri- 
can Ry. Express Co., 274 S. W. Rep. 906.) 
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Evidence Held Sufficient to Go to Jury on Question of Carrier’s 
Negligence for Death of Cow During Shipment: 
In action against carrier for death of cow during shipment, 
caused by alleged negligence of carrier, evidence showing that 


cow was seriously ill from car sickness, and was not given 
proper treatment therefor, held sufficient to take case to jury.— 


Ibid. 
Instruction as to Carrier’s Failure to Properly Attend to Sick 
and Injured Cow Held Warranted Under the Evidence: 

In action for death of cow during shipment caused by al- 
leged negligence of carrier, evidence held sufficient to warrant 
instruction based on hypothesis that animal was not removed 
from train immediately after it became sick, and that injury 
might have occurred as result of careless handling.—Ibid. 
Instruction, Properly Refused: 

Defendant’s requested instructions, fully covered in its given 
instructions, were properly refused.—Ibid. 

Testimony, That Charges for Treatment of Cow During Ship- 
ment Never Presented to Shipper, Properly Admitted: 

In action for death of cow during shipment, based on alleged 
negligence in failing to give it proper treatment, testimony that 
charges for treatment of cow were never presented to plaintiff 
was properly admitted to contradict defendant’s testimony tend- 
ing to show that cow was properly treated and as warranting 
implication that defendant may have concluded that such charge 
was not valid.—Ibid. 












Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West PuSlishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 
Preliminary Injunction to Restrain Bus Company From Operat- 
ing Over New Road Properly Granted: 


(Supreme Court of Washington.) Where a bus company 
was operating busses under certificate of public convenience and 
necessity over certain highway, and new road was built between 
terminal points of the route, new road being several miles from 
the old one, preliminary injunction to restrain company from 
operating over new road, without certificate specifically author- 
izing operation over such new road, held properly granted. 
(Northern Pac. Ry. Co. vs. Yakima-Northern Stages, Inc., 23% 
Pac. Rep. 905.) 

Certificate of Public Necessity and Convenience Without Specific 
Finding That Public Convenience Required Bus Service Held 
Invalid: 

Where bus company was operating busses under certificate 
of public convenience and necessity over certain highway, and 
new road was built between terminal points of road, new road 
being several miles from the old one, certificate authorizing 
company to operate busses over new road, without specific find- 
ing that public convenience and necessity required bus service 
over new highway, held invalid.—Ibid. 

Certificate of Public Convenience Not Based on Sufficient Find- 
ings, Subject to Cancellation: 

Certificate of public convenience and necessity to operate 
busses, not based on sufficient findings, is subject to cancella- 
tion.—Ibid. 

Judgment Disallowing Damages to Railroad Not Reversed, 
Where No Evidence of Other Than Nominal Damages: 
Judgment disallowing damages to railway company for oper- 

ation of busses without valid certificate of public necessity and 

convenience would not be reversed where there was no evidence 
of other than nominal damages.—lIbid. 

After Restoration of Railroads to Owners, State Public Utilities 
Commission Had Authority to Restore or Reduce Intrastate 
Rates Without Hearing as to Whole Rate Structure: 
(Supreme Court of Idaho.) Authority to make and enforce 

intrastate rates without regard to state action was included in 

the powers given the President by the acts of August 29, 1916 

(39 Stat. L. 645, c. 418, Sec. 1 (U. S. Comp. St. Sec. 1974a)), and 

March 21, 1918 (40 Stat. L. 451, c. 25 (U. S. Comp. St. 1918, U. 

S. Comp. St. Ann. Supp. 1919, Sec. 311534a-3115%p)), to take 

over and operate the railroad transportation system as a war 

emergency measure. After such railroads were restored to their 
owners, this power given to the federal government, by these 
acts, over intrastate rates ceased, and the state Public Utilities 

Commission had authority to restore or make reductions in 

such intrastate rates without going into a hearing of the whole 

rate structure. (Chicago, M. & St. P. Ry. Co. et al. vs. Public 

Utilities Commission of Idaho, 238 Pac. Rep. 970.) 

Commission Not Required to Treat Intrastate Rates Increased 
Under War Powers as Fixing of Reasonable Rate Which 
Cannot Be Reduced Without Finding Rate Confiscatory: 
Where the federal government, in the exercise of its war- 
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time power, advances intrastate rates under such emergency, 
when the same has passed, the state is not required to treat the 
increased intrastate rates established in this manner as the 
fixing of a reasonable rate, under peacetime conditions, which 
the state Public Utilities Commission cannot reduce without first 
having a hearing and finding such advanced rate unreasonable 
and confiscatory.—Ibid. 

Rate Voluntarily Established by Carrier May Be Presumed to Be 

Prima Facie Reasonable: 

Where a rate, voluntarily established by the carrier, has 
been in force for a long period, such rate may be presumed to 
be prima facie just and reasonable, and the burden is on any 
one attacking the same to show that the rate so fixed is un- 
reasonable.—Ibid. 

Public Utilities Commission Not Required to Find Wartime Rate 

Unreasonable Before Lowering Rate: 

The rule, that before the Public Utilities Commission may 
lower an existing rate it must first find that it is unjust or un- 
reasonable, does not apply to rates that have been established 
by the federal government under its wartime power, where such 
rates were advanced to meet the increased cost of operation of 
the transportation systems and to secure the government from 
ultimate loss from the pecuniary obligations, which it assumed 
in taking over such systems under its wartime power. 

Commodity rates cannot generally be considered upon manu- 
factured products with fairness to both shipper and carrier, ex- 
cept in conjunction with the entire traffic and the completed 
process of collecting the raw material and subsequently dis- 
tributing it as a finished product. 

Under section 3, Sess. Laws 1921, p. 142, upon an appeal 
from an order of the Public Utilities Commission, the appeal 
must be heard upon the record of the Commission as certified 
by it, and the review cannot extend further than to determine 
whether the Commission has regularly pursued its authority, 
including the determination of whether the order appealed from 
violates any right of the appellant under the Constitution of the 
United States or of this state.—Ibid. 


BOND SALE INDICTMENTS 


The Commission has been advised that the federal grand 
jury at New York city has returned separate indictments against 
the Alaska Anthracite Railroad Company; against Charles D. 
Davis, its former general manager; and against George V. Whit- 
tle, president of the company, alleging violation of section 20a 
of the interstate commerce act in that the company sold bonds 
of the company for less than the minimum fixed by the Commis- 
sion in its certificate authorizing the railroad company to issue 
and sell $1,500,000 of gold bonds, and that Davis and Whittle 
concurred therein. The Commission’s authorization was to sell 
for cash at not less than 90 per cent of par. 

This is the first indictment accusing anyone with disregard 
of the terms of an authorization. The information respecting the 
transactions were laid before the grand jury by Z. W. Scott, at- 
torney in the Commission’s bureau of inquiry, and R. B. Sturm, 
one of the Commission’s special agents. 

The company and the men indicted are accused of selling 
500 $1,000 bonds at 77.5 per cent of par, 100 $1,000 bonds at 80 
and twenty-five $1,000 bonds at 40 per cent. In behalf of the 
accused company and its officers it was asserted that the $25,000 
worth of bonds were not sold but were pledged for $10,000 to 

_ raise money to be used in paying interest coupons. 


Seattle men projected the railroad in Alaska to reach de- 
posits of anthracite coal not far from tidewater. It is said that 
about 20 miles of track have been laid but that the road has 
never been in operation except in a very limited way. The pro- 
jectors, instead of obtaining permission from the Commission to 
sell its bonds for less than 90 per cent of par, are accused of 
selling them with the understanding that the difference would 
be made up in cash procured from the sale of stock in a coal 
mining operation. 


HEARING ON DIVISIONS 


An offer to arbitrate any dispute between the western car- 
riers and the roads in the Southwest as to divisions on joint 
through rates was made by F. H. Towner, attorney for Western 
Trunk Line carriers, at the opening of a further hearing in 
Docket 15234, divisions of freight rates in western and Moun- 
tain Pacific, Trans-Missouri and Southwest territories, before 
Examiner Disque at Chicago October 14. 

The examiner, in opening the hearing, said the differences 
between the transcontinental and western carriers had been 
settled between themselves and that the hearing from now on 
would concern only the divisions between the western and 
southwestern roads. He inquired if there had not been some 
effort to settle also the latter differences outside the formal 
hearing. Mr. Towner said there had been, but nothing had 
come of attempts to reach an agreement, and then made his 
offer to arbitrate, suggesting, tentatively, that the two parties 
appoint three representatives as a sort of board, who would be 
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arbitrators and yet advocates. Those representatives, he said, 
might select one of themselves to be the actual arbitrator. 
The representatives of the lines in the Southwest expressed 


themselves as considering the offer of arbitration as something | 


of a surprise. R. S. Outlaw, attorney for southwestern car. 
riers, said the parties he represented were seriously interested 
in Mr. Towner’s offer and would consider it carefully, but would 
not be able to make any definite answer right away. Mr. 
Towner replied that he had not expected a reply at once, but 
that he had made his offer so that it might be considered before 
later hearings took place. 

Examiner Disque gave his tentative approval of the idea 
of arbitration, saying that it had always been surprising to 
him that “intelligent railroad men could not settle their own 
problems without going to the Commission.” 

A. F. Cleveland, assistant freight traffic manager Chicago 
& Northwestern, was the first witness. He testified that the 
divisions on rates from Oklahoma, which might be properly 
considered in Southwestern Territory, had been settled as part 
of the Trans-Missouri agreement, made by the carriers between 
themselves. He said, however, that compared with the rest 
of the adjustment, it was not so important. He said the divisions 
agreed to had been in effect since July 1. 

J. A. Berhle, freight traffic manager C. & A., testified as 
to the divisions of rates between Texas common points, stating 
the percentages of the rate that went to the carriers north of 
St. Louis and East St. Louis, when the shipments went by 
way of St. Louis, Kansas City, Omaha, East St. Louis and 
Thebes. 

Mr. Towner made the statement that at this hearing, 
where the testimony offered by his witness would only be be- 
gun, it would be general. He said he expected the hearing not 
to last any longer than the rest of the week. Examiner Disque 
said it could not go beyond Saturday. 

J. A. Berhle completed his testimony October 15. 


He testified as to divisions on the through joint rates be- 
tween points in the southwest and points east and north of the 
gateways at Omaha, Kansas City, St. Louis, E. St. Louis, and 
Thebes, on lumber. He entered exhibits showing the amounts 
of the rates going to the lines north and south of the gateways. 
As an example, the rate from Goodman, Arkansas, on yellow 
pine lumber to Chicago, via Kansas City, he showed to be 32.5 
cents, of which the lines north got 16.5 cents and the lines south 
the rest. The same division applied on the rate from Goodman 
to Rockford. To Peoria, he showed the rate to be 31.5 cents, 
of which the lines north got 15.2 cents. To St. Paul, the rate 
was 36.5 cents and the lines north got 19.7 cent's, according to 
his showing, and to Mason City, Iowa, the rate was 36 cents 
and the lines north got 17.7 cents. 


B. F. Parsons, for the Chicago & Great Western, testified 
as to the density of population and the expenses of operation 
and the revenue to the carriers in the two territories involved 
in the hearing. He showed that, whereas the states in Western 
Trunk Line Territory had a population in 1870 of over five mil- 
lion and the southwestern states of only about two million, 
conditions had become greatly changed. The difference be- 
tween the two sections had decreased greatly until, in 1920, the 
southwest had a population of about twelve million, which was 
about two million less than the Western Trunk Line states. The 
point he wanted to make was that the increases had been more 
rapid in the last ten or twenty years in the southwest. He 
entered other testimony as to the operating expense and revenue 
of lines in the southwest and in Western Trunk Line Territory, 
tending to show that, whereas the western roads were, in earlier 
days, in better shape as to earnings than the southwestern 
roads, that condition was no longer true. 

When Mr. Parsons had finished, F. H. Towner, attorney for 
the western carriers, said he was sorry, but other witnesses he 
had planned to call were not available and what was put in 
was all he had to offer. No more testimony being ready, the 
hearing was adjourned until a later date. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of feright cars in the period 
September 23-30 was 140,842, as compared with 150,453 cars 
in the preceding period, while the average daily shortage was 
558 cars, as compared with 581 cars in the preceding period, 
according to the car service division of the American Railway 
Association. 


The surplus was made up as follows: Box, 57,005; venti- 
lated box, 132; auto and furniture, 1,066; total box, 58,203; 
flat, 4,340; gondola, 22,223; hopper, 39,147; total coal, 61,370; 
coke, 1,652; single-deck stock, 11,727; double-deck stock, 1,351; 
refrigerator, 1,656; tank, 7; miscellaneous, 536; total, 140,842. 

The shortage was made up of 354 box, 10 auto and furniture, 
5 flat, 118 gondola, 35 hopper, 15 refrigerator and 21 tank cars. 

Canadian roads reported a surplus of 5,300 box, 125 auto 


and furniture, 1,085 flat, 1,200 single-deck stock and 550 refriger- 
ator cars. 
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October 17, 1925 


N. A. R. U. C. CONVENTION 
The Traffic World Washington Bureau 


Railroad consolidations are not a panacea for the ills that 
beset transportation and valuation is not an essential pre- 
requisite of rate determination. These declarations were made 
py William D: B. Ainey, of Pennsylvania, president of the 
National Association of Railroad and Utilities Commissioners, 
in his annual address at the opening session October 13 of the 
thirty-seventh annual convention of the association at the May- 
flower Hotel. 

The convention opened with a large representation of the 
state commissions and of the Interstate Commerce Commission. 
Colonel J. Franklin Bell, engineer-commissioner of the District 
of Columbia Commission and chairman of the Public Utilities 
Commission of the District, delivered the address of welcome. 
Dwight N. Lewis, of the Iowa commission, responded on behalf 
of the association, referring briefly to the conviction of state 
commissioners that proper state regulation should not be super- 
seded by federal regulation. 

A roll call by James B. Walker, of New York, secretary, 
revealed that the following commissions were represented: 
Alabama, Arizona, California, Colorado, Connecticut, District of 
Columbia, Florida, Georgia, Idaho, Illinois, Indiana, Iowa, Kan- 
sas, Louisiana, Maine, Maryland, Massachusetts, Michigan, Min- 
nesota, Nebraska, Nevada, New Hampshire, New Mexico, Tran- 
sit Commission of New York City, North Carolina, North Dakota, 
Oklahoma, Oregon, Pennsylvania, Rhode Island, South Carolina, 
South Dakota, Tennessee, Vermont, Virginia, Washington, West 
Virginia and Wisconsin. Secretary McGinty of the Federal Com- 
mission, announced that the Commission was represented by all 
its members and department heads. 

Following submission of reports from the executive com- 
mittee by Commissioner A. G. Patterson, of Alabama, first vice- 
president, President Ainey delivered his address. 

“The immensity and sobering importance of the utility 
industry continues to impress itself upon me with ever increas- 
ing emphasis,” said President Ainey, referring to the tasks of 
the regulatory commissions, and their consequent responsibili- 
ties. He said, however, that the responsibility to the public was 
not all with the regulatory bodies. Continuing, Mr. Ainey, in 
part, said: 


Let it at all times be kept in mind that the service, which the 
public requires, is rendered not by regulatory agency, but by the 
utility companies, and, in order that service may be maintained at 
the high standard which the public requires, we should not permit 
these utilities to divest themeslves of that managerial responsibility 
and duty of initiative without which adequate service cannot be 
obtained. There is, therefore, a line of demarcation between the 
duties and responsibilities of the regulatory bodies, and the mana- 
gerial judgment which we must insist upon shall be continued to be 
exercised by public service corporations. It may be that in certain 
cases the line of demarcation is not clear, but adhering to the line 
as closely as we can, we may be assured that regulation on the one 
side, and management properly exercised_on the other, will enable the 
public to receive that full measure of adequate service at reasonable 
charges, for which both regulation and management are permitted to 
have their being. 


Valuation of Properties 


We are concerned here chiefly with the part of the regulatory 
agencies, and — the questions which have engaged their serious 
attention has been the large expense which has attended the valua- 
tion of utility property in rate proceedings, an expense which falls 
upon the utility companies, falls upon the ratepayers, and falls upon 
the public service commissions. The commissions are rarely fur- 
nished with adequate funds properly and fully to assume the burdens 
of valuation; with respect to most of the states, the commissions 
would exhaust their entire annual appropriations in the conduct of 
one large valuation case if the financial burden was fhrust upon them. 
I suggest for your serious consideration, that valuation is not an 
essential prerequisite of rate determination. In the light of all the 
authorities which my examination has disclosed, I have reached 
the conclusion that the proper place for valuation, so far as rate 
determinations are concerned, is a matter of defense which utility 
companies may set up as marking the boundaries beyond which 
utility commissioners cannot go in rate determination without 
subjecting the company property to confiscation. If, therefore, 
valuation of the physical property of utilities shall be relegated 
to a place of defense, and received primarily for the purpose of 
prescribing the border line of confiscation (putting a boundary 
beyond which commissions may not go), may not their importance 
and use be materially lessened and minimized by engineering and 
valuation witnesses? 

Another observation relative to valuation may not be amiss. I 
refer to the lack of uniformity in concept and meaning of many 
of the economic terms employed. There is no unanimity among 
these experts as to the factors which constitute “original cost,” 

S0ing concern value,” or “going value,” and there is definite 
disagreement as to the function of and, hence, basis for comput- 
ing depreciation, both accrued and annual, some advocating actual 
investment as a base, and others present value. Somewhere along 
the line a clearing house for the standardization of the economic 
terms is required, and particularly before these “economic” terms 
are converted and frozen into ‘legal’? terms by judicial decision. 

It may be that appropriate committees of this association and 
of the American Bar Association can find some proper means whereby 
poonomic terms may be standardized as to their use and application 

y regulatory bodies and brought into definitive harmony with judicial 
udgment and expression. 


Railroad Consolidation 


m ite threatening spectre of compulsory railroad consolidation 
ro hangs suspended in the federal law. Despite the best efforts of 
é Interstate Commerce Commission to make progress with the 
eteeressional mandate, about the only result has been to demon- 
pe the unworkableness of the law, and to precipitate a stalemate 
nd effectually postpone any consolidations, voluntary or otherwise. 


THE TRAFFIC WORLD 


893 


The outlines of the staggering task have been brought into full relief 
by the hearings before the Commission, and it is not too much to 
assume that even the most vigorous proponents of the plan have come 
to realize its futility. It is not my purpose to set down here the 
many objections to mandatory mergers of railroad properties. Rail- 
road consolidations are not a panacea for the ills that beset trans- 
portation. If it is a matter of relief for so-called ‘‘weak sisters” 
there is a much more direct and practicable method. Legal approval 
for voluntary mergers, fashioned on sound economic lines and far- 
sighted business judgment, would be proper and desirable, and the 
law should be amended to so provide, with the necessary provision 
for the preservation for future use of the vast amount of data already 
accumulated by the Interstate Commerce Commission, 


Motor Regulation 


Perhaps the latest problem of magnitude, presenting itself for 
regulatory consideration, is the motor vehicle engaged in the trans- 
portation of persons and property either within the state or across 
state boundaries. The problem has been intensified since decisions 
of the Supreme Court of the United States, which have left this 
form of interstate service without present regulatory control. It is a 
problem of many angles involving important relationships to public 
highway uses, maintenance, and safety; its economic function in 
competition with, or subsidiary to, other existing transportation 
agencies; the character and extent to which public regulation should 
be applied that the public welfare may be best subserved; and not 
the least, the reconsiliation of federal and state jurisdiction in such 
a way as to preserve the fullest measure of state authority as the 
one better adapted to undertake the regulation of a service inherently 
local in operation. 

It would be presumptuous of me to assume a necessity to point 
out to you the immensity of the motor transportation business, and 
the imperative need of some governmental policy with respect to it. 
The inquiries received by the Pennsylvania Commission from you 
make it clear that you are well cognizant of its large proportions. 
The rail carriers for some time have had it under intensive study, and 
less than a month ago one of them advised the Pennsylvania Com- 
mission that it was about to embark in motor vehicle transportation 
as adjunctive to its rail carriage. I urge your presence and active 
participation in the committee discussion devoted to this subject. 

To summarize: ; 

1. Motor transportation of passengers and freight is now a defi- 
nitely accepted form of common carriage. 

. Its activities must be directed into channels of greatest 
public service. 

3. It should be correlated to other forms of transportation, par- 
ticularly to existing rail carriers. 

4. It must be a regulated service, and that regulation can best 
be furnished by state agencies, functioning, if you please, in its 
interstate aspect under federal delegation of authority. 

5. Motor transportation cannot and ought not to be considered 
— from its relation to public highway uses, maintenance and 
safety. 

I am pleased to note the swing of public sentiment is such that it 
appreciates that state regulatory bodies are closer to the hearts and 
lives of the citizens of any state community than is possible to be 
attained by far off, over-burdened, and centrally located federal agen- 


cies. 
Address by Aitchison 


In an address at the afternoon session of October 13, Chair- 
man Aitchison of the Commission reviewed the development of 
transportation in the last hundred years and suggested possible 
development in the future. 

“This is the centennial year of events which loom large in 
the development of this country,” said he. “I desire not to 
appear didactic and know that much I will mention briefly is 
thoroughly familiar. But at the outset of this convention we 
may well compare the transportation situation of a century 
ago with that of today, with the expectation that we may find 
new courage and some profit for handling the work of the 
present. 


“Transportation problems are with us. They have been 
with every civilized nation. The development of its transpor- 
tation system at a given moment is a fair barometer of the 
state of progress attained by a nation. The freedom and facil- 
ity of commercial transportation have been at once the cause 
and the measure of the civilization of nations from the open- 
ing of history. Power has resided and remained in the govern- 
ments which have been favored by the more efficient and 
economical means of transportation. But the questions of how 
ample transportation can be secured, at rates or costs which 
can be borne, and which yield sufficient incentive to induce 
such enterprises, always have been baffling, as they are today.” 


Chairman Aitchison then gave an interesting historical 
discussion of the development of transportation and the various 
factors that entered into it. He referred to the railroad being 
opposed by the three great rivals, the plank road, the turnpike 
and the canal, and by a lesser rival, the macadamized highway. 
The opposition the railroad aroused was powerful, supported by 
vested interests—by the owners and creditors of the turnpike, 
canal, bridge and stage coach companies; by state governments 
financially interested in canals; by tavern keepers whose busi- 
ness would be impaired, and by farmers who saw the market 
ros — products,. horses, hay and grain, most seriously im- 
paired. 


Chairman Aitchison said the progress in transportation had 
been “painful and expensive,” but that with all the miscon- 
ceptions and losses, it would be ungenerous not to pay un- 
grudging tribute to the inventive genius and technical skill, the 
daring of the financier, the constructor and the operator who 
took risks which were often desperate and who hazarded their 
reputations and fortunes. He said the process was going on; 
that freight and passengers were now carried through the air. 
He said the railroad displaced its less efficient rivals, but that 
now its field of service had been invaded by improved forms of 
service afforded by its ancient competitors, and that the finan- 
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cial stability of the railroads had been impaired. He said the 
railroad had been forced to yield to its rivals certain territory 
and certain forms of business, or else had had to follow the 
precedents of a century ago by combining its own particular 
forms of service with those given by its rivals. Continuing, 
he said: 


The technique of railroad operation has changed, and will 
change. What form of motive power will the near future re- 
quire? With rising costs of coal and with current demands for 
haulage, we may doubt whether the railroads will continue to 
carry 5 per cent of their total tonnage as mere fuel for them- 
selves. Already fuel oil has displaced coal to a considerable 
extent. Will the super-power projects result in the conversion 
of the coal into electric power at the mine’s mouth and free for 
other uses a most considerable fraction of the equipment and 
tractive power of the rail system? What is the future of the 
Diesel engine? We may not say it will not largely supplant 
many of the reciprocating steam locomotives. 

We see around us the processes of absorptions and the 
strengthening of systems and the passing of the hopeless lines. 
Will there be further steps along this course? May we expect 
competitive and economic forces will compel the highway car- 
riers and the airway carriers to form in huge, powerful systems, 
able by their financial backing and powerful organization to 
meet the great rail systems in equal battle? Or will the high- 
ways, the seas and the air in the end come under the domination 
of great systems operating in each medium? These are questions 
and not conjectures. 

These considerations have vital practical application to pres- 
ent problems. They point to two thoughts, each of which is 
basic. The march of progress is inexorable; those things and 
ways which are economically sound and best, and those which 
are just and right must and will in the end prevail, no matter 
what artificial obstacles are interposed, or subventions given the 
unfit. Progress, commercially expressed in economy, is ruthless; 
it destroys the unfit without mercy or outward signs of regret. 
The penalty for misplaced judgment is, in the ultimate, elimina- 
tion. The wise course to be shaped is that which will minimize 
the losses and expedite the inevitable result. To make the 
transition simple and economical is a task for statesmen and 
administrators which it is the high privilege and function of 
those here gathered to assist to the utmost possible. The im- 
mediate costs of progress are akin to a tax. Government can 
have few more important domestic functions than to endeavor to 
spread these costs equitably where they should be borne. If 
unrestricted competition, war to extinction, and the law of the 
jungle prevail, the strong and ruthless will cast these burdens 
upon the weak and the defenseless as far as they can do so 
directly. In a well co-ordinated and comprehensive plan this 
opportunity will be minimized. To take such a course is dictated 
alike by economic expediency and fundamental concepts of justice. 

The second thought, which depenrs upon the one just ex- 
pressed, concerns itself with the essential unity of all forms and 
means of transportation as a part of the present and future life 
of the nation. A young nation dealing with new and untried 
forms of transportation could not see the overwhelming im- 
portance of planning its transportation system along national 
lines, which would co-ordinate all the various forms of known 
transportation agencies, to bring about the most efficient use 
possible of each by delimiting the unnecessary competition be- 
tween them in construction and operation. Washington had such 
a view, and so did Gallatin. Even if such a view had met ac- 
ceptance the enormous expenditure required to develop and sup- 
ply an adequate system where one was wholly lacking would 
doubtless have prevented the national plan being carried out. 
But no such difficulties now exist. With the experience of a 
century to guide us, with rail, water, highway and air trans- 
portation systems at hand merely needing co-ordination and 
development, and with the nation in the most favorable finan- 
cial condition of any on earth, we have no such transportation 
problem as was faced in 1825. Eventually inexorable economic 
laws will bring about the survival of the fittest, and trial and 
error will adapt the means to the end in the most suitable man- 
ner possible. Whether these processes will be expedited or re- 
tarded, whether they will be enormously expensive and destructive 
or will conserve our resources, will depend in large part upon the 
wisdom of the statesmanship and the administrative skill displayed 
by those called on to formulate and execute the policies of the 
nation. We can muddle through with no adequate plans or with 
plans merely local or provincial in their concept. But to do so 
will retard the development of the nation, delay the inevitable 
which all desire, while inflicting inferior service upon all interests 
= sections, and will enormously add to the aggregate of need- 
ess costs. 

If any officer charged with regulatory powers thinks that the 
big jobs with which his Commission has to deal are over, and 
the major portion of its work is done, he errs. We are fortunate 
to live in so interesting and important an era in the forward 
development of the world, and our opportunities for pesitive 
service within our official spheres are well nigh limitless. What 
we have to deal with has such novelty, complexity and mass as 
to exhaust the capacity of the wisest, most indefatigable and 
resourceful public officer who has to deal with transportation 
problems of the day, whatever his station. The problems are 
so far-flung in their effects that enlightened self-interest would 
compel their study and treatment in the large, even if patriotism 
and a desire that we in our old age and our children after us 
should see a developed America did not force such a view upon 
the thoughtful man. 


Co-operation With I. C. C. 


Considerable discussion was precipitated by the report of 
the committee on cooperation with the Commission, submitted 
by Paul A. Walker, of Oklahoma. The report told of the prog- 
ress made under the cooperative plan and then set forth a pro- 
posed revision of the cooperative agreement drafted by the asso- 
ciation’s committee and a committee of members of the Com- 
mission. When Mr. Walker moved that the association adopt 
the revised agreement so that it could be submitted to the whole 
Commission for approval or disapproval, objection was made 
to the following in the agreement: 


It is our judgment that state commissions would not expect or 
desire to participate in a judicial capacity in joint hearings with the 
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members of the Interstate Commerce Commission or its examiners in 
any case in which they may appear as advocates. 


Notwithstanding that this clause is in the existing coopera- 
tive agreement, which has been in effect for some time, it was 
finally voted that the proposed agreement should_be sent back 
to the committee for redrafting of the clause in Question. The 
discussion centered around the question of whether or not the 
clause, as drafted, would prevent a state commissioner from 
appearing as an advocate in certain cases. Those commission- 
ers who asserted that it would, favored striking the clause from 
the agreement. Others argued that the clause would not inter- 
fere with commissions appearing as advocates in certain cases, 
Commissioner Burr, of Florida, explained that he had sat with 
Commissioner Eastman in the southern class rate case, but that 
he had notified his own commission that, so far as that proceed. 
ing was concerned, he was “divorced” from the Florida com- 
mission. He said the Florida commission had put in evidence in 
that proceeding. The use of the words “judicial capacity” was 
criticized in the disussion on the ground that a state commis- 
sioner, in a case in which the federal Commission would have to 
issue the final order, could sit only in an advisory capacity and 
not in a judicial capacity. 


The following agreed statement of principles, drafted by the 
committees representing the Commission and the state commis- 
sions, preceded the proposed revised plan of procedure in cases 
involving intrastate and interstate rates: 


Cooperation is but the working together for a common object or 
to a common end or result, which end or result is the best possible 
regulation of the railroads and utilities mutually under the jurisdic- 
tion of the respective federal and state commissions. 

_ Public regulation of our railroads is performed in part by a com- 
mission representing the federal government and in part by commis- 
sions representing the various states. Conflicts of jurisdiction be- 
tween the two systems of public regulation have arisen from time 
to time, resulting in litigation and action by the courts; but the 
federal and state commissions were alike created in the public inter- 
est and have a common purpose, namely, the maintenance of a 
transportation system which will in all respects best meet the public 
needs. In view of this common purpose they should, and we believe 
they can, work together for its attainment without conflict or resort 
to litigation. Such cooperation is contemplated by the interstate com- 
merce act as interpreted by the Supreme Court, and is highly desir- 
able in the public interest. 

The prime essential to such cooperation is realization of the 
nature and difficulties of the common problem. The state commis- 
sions realize that the railroads form a national transportation system 
and that the public interest demands a rate structure, state and 
interstate, as simple and harmonious as practicable. The Inter- 
state Commerce Commission realizes that there is danger in over- 
centralization of authority, that the field of regulation is vast, 
and that the state commissions are often better informed than 
itself in regard to local conditions and local needs. 

In one of its most important aspects, cooperation must look for- 
ward to and have in view the avoidance, so far as the public interest 
will permit, of orders under section 13 of the interstate commerce 
act, affecting intrastate rates. 

Paragraph 3 of section 13 of the interstate commerce act author- 
izes the Interstate Commerce Commission to avail itself of the co- 
operation, services, records, and facilities of state commissions, to 
confer with them with respect to the relationship between rate struc- 
tures and practices of carriers, and to hold joint hearings with them 
‘“twhere the rate-making authority of a state is or may be affected by 
the action taken by the Commission.’’ Our common purpose is to give 
the utmost force and effect to this provision of the law. 


Railroad Consolidations 


Commissioner Taylor, of the Nebraska commission, chair- 
man of the special committee on consolidation of railroads, said 
the committee had not prepared a report because it felt it would 
not be proper, in view of the fact that cases involving consolida- 
tion were before the Commission, to discuss the basic principles 
of consolidation. He said, however, that he believed that the 
part of President Ainey’s address relating to railroad consolida- 
tions fairly expressed the opinion of the committee and, prob- 
ably, of the association. The special committee was continued 
and directed to cooperate with the legislative committee in the 
event any consolidation legislation was proposed at the coming 
session of Congress. 


Regional Appointments to |. C. C. 


Frank P. Morgan, of Alabama, chairman of the committee on 
railroad rates, in submitting the report of that committee, of- 
fered a resolution providing that there-should be geographical 
representation on the federal Commission. This resolution was 
referred to the executive committee for action. On this ques- 
tion, the committee report said: 


The Constitution provides, and we think wisely so, that repre- 
sentation in the national legislative body shall be distributed through- 
out the country, but no provision has been made for the distribution 
of memberships on the Interstate Commerce Commission, which is 
exercising legislative functions over the entire country, as is the 
case with Congress. Rate making is a legislative function, primarily 
invested in Congress by the Constitution. Congress has seen fit to 
entrust the duty of actually making and supervising the making of 
rates to the Interstate Commerce Commission. 

The correct making of rates, to say — of the other phases of 
common-carrier regulations, requires a fundamental and intimate 
knowledge of the commercial and transportation conditions where 
they are to be applied. At present there is not a representative on 
the Interstate Commerce Commission from either of the southeastern 
or southwestern states. This situation violates the spirit of the Con- 
stitution of the United States. 
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October 17, 1925 


In the administration of the provisions of the act to regulate com- 
erce, aS it was amended by the transportation act of 1920, the 
Interstate Commerce Commission divided the country into four major 
rate-making groups, viz., Eastern, Southern, Western and Mountain- 
Pacific. These follow pretty generally the geographical boundaries 
which they indicate, etc. .. . - 

Your committee wishes to urge upon the convention the adoption 
of a resolution calling upon Congress to remedy the unbalanced rep- 
resentation now in effect on the Interstate Commerce Commission by 
the passage of an act dividing the country into four or perhaps five 
major rate-making groups, and requiring representation of each 

up upon the Interstate Commerce Commission. In the judgment 
of your committee, this act should become effective immediately upon 


: ge. : 
dimes Hoch-Smith Resolution 


The committee’s report referred briefly to each of the im- 
portant rate cases pending. As to the rate structure investiga- 
tion, it said the Commission had not “so far given formal ex- 
pression to its construction of the Hoch-Smith resolution. The 
courts have not had occasion to interpret the resolution, and 
the committee does not feel disposed to express its views as to 
the proper interpretation and application of this resolution in 
advance of some precedent by the responsible regulatory body 
or a competent judicial tribunal.” The committee said it had 
happened, as the Supreme Court pointed out in the interchange- 


' able mileage book case, that the original intention of a resolu- 


tion or bill in Congress was changed or perverted before its 
final enactment into law. It said it appeared to be clear that 
the Hoch-Smith resolution, as originally introduced in Congress, 
was designed to afford some relief to the agricultural industry. 
It said the resolution was amended, however, in numerous ways, 
“and just what its legal intendment is, as finally passed, remains 
to be determined by some tribunal clothed with the necessary 
authority and responsibility. No doubt the Interstate Commerce 
Commission will find it advisable to give some definite and 
positive expression of its views on this resolution in its decision 
in the rate structure investigation.” 

The report discussed the question of cooperation between 
the state and federal commissions, concluding that the situation 
could be improved only by an amendment to existing law re- 
stricting the authority of the federal Commission over state 
rates to the issuance of reports setting forth what the Commis- 
sion thought should be done and giving the state commission 
opportunity to act. If the state commission would not act in a 


| specified period, then and then only should the federal Com- 


mission have the authority to issue an order carrying into 
effect its findings, the committee said. 


The committee said there had been a noticeable tendency on 
the part of the Commission to establish minimum carload 
weights on a basis of the full marked capacities of the cars used. 
The committee thought this was going to an. extreme, asserting 
that establishment of a minimum weight on any commodity at 
the full marked capacities of the cars used, as a general rule, 
was creating dissatisfaction and irritation on the part of the 
public. It said it was in sympathy with utilization of car space 
as far as practicable. 


“That the carriers are either voluntarily or involuntarily 
rendering unprofitable services to the public is manifest,” the 
committee said, discussing abandonment or modification of un- 
profitable services. “It is very doubtful, however, under the 
present system of piecemeal abandonment and modification of 
these services, that any benefit is conferred thereby upon that 
portion of the public which is carrying the burden. If a com- 
prehensive program of such economies was made out by the 
railroads and presented to the regulatory authorities of the 
states and the nation, the total saving effected would be of a 
sufficient amount to enable the regulatory bodies to immediately 
return to the public a portion at least of the savings effected.” 

Substitution of motor cars on rails for the expensive and 
unprofitable local passenger train apparently had not received 
sufficient consideration on the part of the railroads, the commit- 
tee said, adding that motor busses and trucks should be used 
a an auxiliary service by the carriers, instead of being allowed 
to become unregulated and, therefore, irresponsible competitors. 
Unless some basis of agreement could be found, the committee 
said, the ultimate result necessarily would be that many small 
towns and sparsely settled sections of America would shortly 
be deprived of agency service, and in many instances train 
Service would be totally abandoned, whereas if the interested 
parties would cooperate, many of these services could be main- 
tained in a more economical form. The committee’s report was 
Teceived for filing. 

Express Service, Etc. 


Amos A. Betts, of Arizona, chairman of the committee on 
xpress and other contract carriers by rail, submitted that com- 
mittee’s report, which was received for filing. The report re- 
viewed developments relating to express rates. It said that 
loss and damage on express shipments had been reduced to 
normal condition. 

Parcel post, the committee said, constituted the most severe 
Competition for the express company, and had, to a considerable 
extent, superseded the express in the handling of small pack- 
ages, This, it said, had been possible because of the low rates 
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charged by the postal service and the disposition which was 
evidenced for several years by the government to increase the 
size of the parcel post package. This condition was, perhaps, 
the committee continued, brought about or encouraged by the 
fact that the railroads for a number of years did not receive 
compensation for the transportation of mail fairly comparable 
with the charges which were assessed against the express traf- 
fic. The committee said there was no good reason why this 
should be so and that the government, if it was not doing so, 
should pay its proper pro rata of the transportation expense. 
The committee said it thought the day was rapidly approaching 
when it' would be absolutely essential for regulatory authority 
to restrict the operation of automobile transportation lines in 
direct competition with and paralleling rail service. The com- 
mittee said that, unquestionably, express service was vastly su- 
perior to that of the majority of the motor vehicle lines engaged 
in similar traffic, and that if the motor carriers were permitted 
to draw from the express company a considerable part of its 
most attractive traffic, it was evident that there would be an 
impairment of service that would be detrimental to the public 
interest. The committee urged regulation and restriction of 
motor truck service. The committee said it was its sincere con- 
viction that “in sheer self-defense the people .. . must 
adopt, at an early date, such measures of protection for the rail 
carriers against automobile competition as will insure the con- 
tinuance of rail service without diminution.” 

The committee expressed the opinion that operation of the 
express business under one company had proved beneficial in 
many ways, and expressed doubt as to the wisdom of building 
up a considerable number of express companies, or of independ- 
ent operation by individual railroads. 


Officers Elected 


Officers were elected at the session on October 14 as fol- 
lows: President, A. G. Patterson, of Alabama; first vice-presi- 
dent, J. F. Shaughnessy, of Nevada; second vice-president, 
Henry G. Wells, of Massachusetts; secretary, James B. Walker, 
of New York, re-elected; general solicitor, John E. Benton, and 
assistant secretary, Clyde S. Bailey. who has been assistant to 
Mr. Benton for several years. 


Report on Public Relations 


Commissioner E. I. Lewis, of the federal Commission, chair- 
man of the committee on public relations, created at the last 
convention of the association, submitted the committee’s re- 
port. It was approved. A number of the commissioners ex- 
pressed gratification that the subject involved was receiving at- 
tention. The report explained that the resolution adopted by 
the last convention declared for a well directed program of edu- 
cation to the end that the public might have a more thorough 
knowledge and appreciation of regulatory problems and of the 
duties and responsibilities of regulatory bodies. The assign- 
ment of the subject, however, the report said, came to the com- 
mittee without definition or limitation. The committee said, 
therefore, that it was encouraged to invoke a general discus- 
sion of what was wanted. 


The report emphasized the importance of cooperation in 
settling differences between the carriers and the public and 
commended the work of the regional advisory boards. Discuss- 
ing freight rates, the report said: 


The diverse character of freight traffic and the keen competition 
between shippers and industries and between the respective carriers 
make freight rates and charges one of the most important sources of 
misunderstandings and bad feeling. The initiative in the establish- 
ment and readjustment of rates lies in the carriers. One of the most 
important opportunities for promoting good relations between the 
carriers and the public lies in improvement in arrangements for con- 
Sidering and disposing of proposals for changes in the rate structure. 

Practically every rate is related in some manner to other rates. 
Changes even in the local rates of individual carriers often cause 
complaints with respect to other rates. Consequently it is often im- 
possible, even for individual carriers, satisfactorily to adjust local 
rates without obtaining full information from other carriers and from 
shippers located at competing points on the line of other carriers. 
Such investigation and consideration is almost always vital in con- 
nection with changes in joint or interterritorial rates. Prior to fed- 
eral control, no adequate arrangements to conduct such investiga- 
tions were developed. During that period the Director General estab- 
lished rate committees at various points throughout the country, com- 
posed of representatives of shippers and carriers, to consider needed 
changes. At the instance of the shipping public, this arrangement 
was continued subsequent to federal control, except that shipper rep- 
resentation on the committees was dropped. Nominally, all proposed 
rate changes, whether sought by shippers or carriers, are now pre- 
sented to the appropriate committee or committees, which issue pub- 
lic announcement with respect to the changes proposed and afford 
the parties in interest opportunity to present their views, either in 
writing or at hearings, before action is taken. Theoretically these 
committees meet the necessity for cooperation between the carriers, 
and between them and the public, but as a practical matter the 
present system is imperfect. In the improvement of this system lies 
one of the most important means of allaying distrust and building up 
good will between the carriers and the public. 

The principal difficulties with the present procedure may be sum- 
marized as follows: Lack of authority on the part of the committees. 
Inadequate personnel of the committees and their employes. Delay 
in consideration and disposition of subjects by committees. Further 
delays resulting from the fact that determinations reached by the 
committees cannot in most cases be made effective without further 
consideration by representatives of the individual carriers. 
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The fact that such committees rarely discuss subjects with the 
parties who appear, contenting themselves with silently listening to 
the presentations made, often leads to dissatisfaction with the de- 
cision rendered through lack of information as to the facts and rea- 
sons governing such decision. : 

Committees composed of traffic men with broad vision and au- 
thority adequately to decide controversies would prevent undue delay 
in settlement of the controversies and tend to reduce subsequent 
proceeding before state and federal regulating authorities. It is 
understood that many determinations reached by the committees as 
at present constitutei| are either never made effective or are mate- 
rially modified by the representatives of the individual carriers aris- 
ing out of the competition between them and the desire to maintain 
advantages for shippers located on their respective lines. To increase 
the powers of these committees and to afford them the necessary per- 
sonnel and appropriations promptly and adequately to consider and 
dispose of complaints will not only lessen litigation before regulating 
bodies, but will go far to remove existing friction and distrust be- 
tween shippers and the carriers now arising out of the delays and 
inadequate disposition of complaints. 

The outstanding success of cooperation with shippers in the field 
of service should have disarmed the suspicion of railroad rate men 


and made them more friendly to the same method with respect to 
the rate problem. 


In conclusion, the committee, in part, said: 


No matter whether it be commissions, public service corpora- 
tions, or the public—or our own association—to them and to it your 
committee expresses the thought that fair and adequate service and 
treatment is the road to good public relations. We believe that 
policies which increase understanding between men are worth while, 
provided there is a sincerity and honesty of purpose that inspires and 
preserves respect and confidence. We believe that voluntary acts 
that are the result of mutual understanding and consideration are 
superior in quality to imposed requirements, because the imposed 
regulation is generally the result of hearings which have been con- 
ducted in the spirit of antagonism. Voluntary action is not only 
within the law, but it conforms to the concepts of democracy. 


In a supplemental report, Mr. Lewis said the committee had 
held a meeting and had expressed the opinion that the time 
had now been reached when more ought to be done in the 
schools to educate the nation’s future citizens as to the impor- 
tant place which public utility regulation occupied in the scheme 
of government. The committee suggested that the association 
direct that a careful survey be made by the state commissions 
of what was now being taught in the schools of each state on 
this subject. Then the association, the committee said, would 
be in a position to ask the state commissions to impress on the 
school authorities the importance of including this subject in 
the prescribed courses of study beginning with the seventh and 
eighth grades and extending into high school. The suggestion 
was favorably received. 

C. H. Markham, chairman of the committee on public rela- 
tions of the western railroads, was called on after submission 
of the report. He congratulated the association on having given 
the study of public relations a place on its program and said 
that much good ought to come out of the study of the subject. 

“That section of the report which encourages even to a 
greater extent than at present the solution of regulatory prob- 
lems by voluntary action without recourse to formal procedure 
is particularly commendable,” said he. “There must be more 
voluntary action and less formal procedure in the smaller de- 
tails of regulation in order that you may be enabled to devote 
yourselves to the larger and more important aspects of your 
work. Voluntary action is the infinitely better and more last- 
ing way to settle any controversy or solve any problem.” 

Regarding the suggestion in the report as to reform in the 
operation of standing rate committees, Mr. Markham said that, 
while he appreciated the conditions which inspired these sugges- 
tions, “the suggestion that authority to make rates be delegated 
to these standing rate committees is a far-reaching one. I ques- 
tion whether such a course would be practical. Would it not 
deprive the railroads of the duty which they now have individu- 
ally to initiate rates? Moreover, it is extremely doubtful 
whether even such far-reaching action as this would materially 
expedite the handling of rate matters. The ability of any group 
of men representing the railroads to settle rate adjustments out 
of hand is limited by the same considerations which must limit 
the Commission, for example, in settling rate adjustments out 
of hand. Meanwhile your commissions can do much to inform 
the public concerning the complexity which necessarily exists 
in a rate structure covering the widely ramified commercial ac- 
tivities of our busy country.” 


Report on Valuation 


The report of the committee on valuation, submitted by 
Dwight N. Lewis of Iowa, chairman, said that while the comple- 
tion of railroad valuation had not advanced as rapidly in the 
last year as those connected with the work had hoped, many 
important questions had been settled and the deck cleared for 
more rapid and satisfactory advancement. Comment was made 
‘on the fact that the Commission, as the result of an increased 
‘appropriation for the work, had increased its personnel in the 
valuation bureau. Additions to the force as of September 1 to- 
taled 160, the report said. The report showed that up to August 
31, 1924, there had been 378 tentative valuations completed, and 
that from September 1, 1924, to August 31, 1925, there had been 
227 additional tentative reports completed, making a total of 605. 
This left 449 tentative reports to be completed and served, the 
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report said, adding that progress made in the last year was 
“a very creditable performance.” 


Responsibility for delay did not rest on the bureau of valua. 
tion, the report said, adding that if the carriers had been content 
with “a fair appraisal” no doubt the work would have been con. 
pleted before this time. 

Up to August 31, the report continued, the Commission hag 
announced approximately 241 final valuations, of which about 
175 were tentative valuations that were not protested. Tentative 
valuations in the 66 remaining cases, which were protested, 
amounted in the aggregate to $358,676,455, the report said. The 
final single-sum value of these properties was reduced to $348. 
713,717, or a reduction of $9,962,738 in the final reports, the re. 
port said. Decisions of the Commission and of the courts affect. 
ing valuation principles were reviewed in the report. 

Reports were received from the committee on grade cross. 
ings and trespassing on railroads, Frank Milhollan of North Da. 
kota, chairman, and from the committee on safety of railroad 
operation, Frank W. Matson of Minnesota, chairman. 

The report of the committee on railroad service, accommod:. 
tions and claims, H. H. Corey of Oregon, chairman, was filed. 
Mr. Corey not being present. The report commented on the 
decrease in passenger traffic on the railroads and the competi- 
tion of the motor vehicle. It said whether the motor vehicles 
should be operated in competition with the railroads or as an 
auxiliary service to the railroads was a question that must be 
determined. The report also discussed the store door delivery 
plan, suggesting that eventually that plan might enable the rail- 
roads to dispose of their expensive terminals. Continued efforts 
on the part of the railroads had reduced “the exorbitant amount 
paid out in the settlement of claims for loss and damage,” the 
report said. Credit was given to the American Railway Associa- 
tion for its efforts along this line, in impressing upon the shipper 
and handler of freight the importance of careful handling and 
packing of merchandise. 

Senator Smith of South Carolina, scheduled to address the 
convention, was unable to be present. Major-General John F. 
O’Ryan of the Transit Commission of New York City spoke on 
the work of that commission in handling the transit problems of 
New York City. M. H. Aylesworth, managing director, National 
Electric Light Association, delivered an address. On the night of 
October 14 the convention was addressed by Herbert Hoover, 
Secretary of Commerce, on “Why the Public Interest Requires 
Local Rather Than Federal Regulation of Electric Public Util: 
ities.” Mr. Hoover argued that the problem was essentially one 
for local rather than federal regulation. He said the power 
situation was nat a parallel with the railroad situation. 


Motor Vehicle Regulation 


The special committee on motor vehicle legislation, John 
EK. Benton, chairman, submitted a draft of a bill to regulate inter- 
state commerce by motor vehicles on the public highways 
through the use of state commissions as federal agencies. The 
report of the committee, which consisted largely of a summary 
of the provisions of the bill, follows: 


This committee was appointed by President Ainey under 2 
vote of the executive committee adopted March 26, 1925, author- 
izing him to appoint a committee to draw a bill for presentation 
to Congress which should provide regulation for motor vehicle 


carriers, operating interstate, through the agency of state com- 
missions. 


This action of the committee was taken following the decisions 
of the United States Supreme Court in Duke Cartage Co. vs. Michi- 
gan Public Utilities Commission (decided January 12, 1925), Buck 
vs. Kuykendall and Bush vs. Maryland Public Service Commission 
(both decided March 2, 1925). 

_ These cases established the invalidity of all state laws regu- 
lating commercial transportation by motor vehicles to the extent 
that they attempted in any way to restrain persons or corpora- 
tions from engaging in such transportation through requirement 
that certificates of convenience and necessity, or other form of 
permit, must be first obtained. 

In Buck vs. Kuykendall, referring to the provision of the 
Washington statute requiring the procurance of a certificate, the 
court said: ; 

“The provision * * * prohibits such use to some persons, while 
permitting it to others for the same purpose and in the same 
manner. Moreover, it determines whether the prohibition shall be 
applied by resort, through state officials, to a test which is Ppe- 
culiarly within the province of federal action—the existence of 
adequate facilities for conducting interstate commerce. * * * Such 
state action is forbidden by the commerce clause.” : 

The duty devolved upon this committee was to draw a Dill 
which should obviate the ill effects of these decisions, so far as 
that might appear possible. 

In approaching its work the committee was of the opinion that 
it should invite suggestions from interests that would be affected 
or that might be expected to be heard upon the bill when it should 
come before Congress. It has, therefore, sought suggestions from 
state commissioners and from the Interstate Commerce Commis 
sion and from representatives of the steam and electric railroads 
and the automobile industry. It has had several conferences with 
representatives of these several interests and has considered all 
suggestions which have been received and has incorporated man) 
of them in the bill prepared and now presented. 5 

No detailed analysis of this bill can be made in the time 
available for its presentation. A brief summary of its provisions 
must suffice. 

At the outset, the relationship of the state commissions, re 
ferred to in the bill as boards, to the regulation which is to be 
undertaken must be settled. Clearly they must, for the purposes 
of such regulation, be made agencies of the federal government 
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October 17, 1925 





The Supreme Court, in the cases-which we have referred to, has 
held that engagement in interstate commerce by motor vehicles 
is beyond the power of the states to regulate. The power of 
regulation is legislative and rests with Congress, and cannot he 
surrendered or transferred. In the opinion of your committee, 
therefore, the practical control over interstate motor vehicle trans- 
portation, which it is the aim of the act to secure to the state 
boards, can be secured only by making such boards agencies of 
the federal government, to apply and enforce regulatory rules 
declared by Congress. It is upon that theory that the bill has been 
drawn. It is needless, of course, to say that it makes such state 
poards agencies of the federal government for the sole purpose of 
regulating the interstate commerce affected by the act. Further- 
more, it makes no attempt to impose the duty upon the board of 
any state of acting as a federal agency if the laws of the state 
prevent such action or if the state board involved is indisposed to 
ct. 

. It is provided that within a stated time each state board shall 
file with the Interstate Commerce Commission a statement that it 
is prepared to perform the duties imposed by the act. As to any 
state the board of which does not file such statement, the Inter- 
state Commerce Commission is given jurisdiction to act until 
such statement is filed. 7 

The extent to which the bill should go in providing regulation 
was much discussed by the committee, and it was finally the con- 
clusion of all its members that interstate motor vehicle trans- 
portation should be subjected to the same character of regula- 
tion which is imposed upon intrastate motor vehicle transporta- 
tion in most of the states which have attempted such regulation. 
Accordingly, the bill requires the procurance of certificates of 
convenience and necessity, and provides that holders of such 
certificates shall supply reasonably adequate service at just, 
reasonable and nondiscriminatory rates. It likewise provides 
that each certificate holder shall file a bond conditioned to pay 
any damages to persons or property arising out of the transac- 
tion of the business authorized by the certificate. 

The regulation provided extends to all interstate transpor- 
tation for hire by motor vehicle. Whether or not a certificate 
is required, and the act applies generally, depends upon whether 
a motor vehicle operator engages in the commercial use of the 
highways and not upon whether he elects to become a common 
carrier. 

It is recognized that there may be question raised as to the 
constitutional power of the Congress to subject private business 
to public regulation. But effective regulation of interstate 
transportation by motor vehicle requires the regulation not only 
of that which is supplied by common carriers, but of all such 
transportation which is supplied for hire; and such has been 
found to be the breadth of the sweep of power conferred upon 
Congress by the commerce clause, in cases heretofore decided, 
that the committee entertains the belief that such power will be 
found sufficient to meet the necessities of the situation with which 
we are attempting to deal. ‘ 

Motor carriers are divided into two classes: Class A carriers 
are those engaged in the transportation either of persons or 
property between fixed termini and over a regular route or routes; 
Class B carriers embrace all others. In other words, Class B 
takes in the roving bus and the roving freight truck. It is be- 
lieved that every reason which applies for subjecting to regula- 
tion the operator who supplies a settled service, as a common 
carrier, over a definite route or routes, applies also to operators 
of motor vehicles who supply service for hire over the highways 
over various routes, and to whatever points they may receive 
persons or property for transportation. ' 

It is made unlawful to engage in interstate transportation 
by motor vehicle for hire without first obtaining a certificate 
of convenience and necessity. 

Class A carriers must obtain such certificate from the board 
of any state in which it is to operate, unless the board has failed 
to indicate that it will act, in which case it must obtain the 
same from the Interstate Commerce Commission, under the pro- 
vision before referred to. J i 

As to Class B carriers, the certificate is to be obtained from 
the board in the state in which the carrier has its principal place 
of business only. It will be noted that this will give to a cer- 
tificate granted by a state board effect to authorize operation 
beyond the boundaries of the state in which issued. This pro- 
vision, however, has appeared to the committee to be dictated 
by necessity, for the reason that Class B carriers do not operate 
between fixed termini or over regular routes; and it appeared 
impracticable to require the procurance by the carrier of cer- 
tificates from every state into which, upon its various trips, it 
may desire to have authority to go. 

These Class B carriers are not ordinarily common carriers, 
and unless brought under the act to some extent they would be 
free from all restraint. It is the thought of the committee that the 
provision on this point, contained in the bill, will in a reasonable 
and practical way afford such degree of regulation as is impera- 
tively necessary. 

Provision for notice of application is contained in the bill, and 
all parties desiring to be heard thereon are declared parties in in- 
terest, and given the right to be heard. 

It is provided that all rates, fares or charges of any motor 
carrier shall be just, reasonable and nondiscriminatory. 

Class A carriers are required to file with the appropriate boards, 
and with the Interstate Commerce Commission, if it has primary 
jurisdiction under the act, schedules of its rates. This require- 
ment is not imposed upon Class B carriers, because by reason of 
the character of the service they perform such filing does not ap- 
pear to be practicable. 


_. the regulation of interstate rates by state boards presents a 
difficulty of administration not easily met, by reason of the fact that 
the services to which the rates apply are not wholly within the 
jurisdiction of any such board. It has been the aim to make the 
act simple in its operation. It would not seem reasonable to re- 
quire parties desiring to complain of alleged unreasonable rates for 
a service extending over several states to file complaints with the 
board in each of such states. 

Accordingly provision has been made that a complaint as to rates 
may be filed with the board of any state in which any part of the 
Service covered by the rate complained of is performed, where- 
upon that board shall institute a rate investigation, shall have pos- 
Session of the record therein, and make any order necessary to 
Carry out any decision made as to the rates involved. Upon the 
stitution of any such investigation, however, the board is to give 
notice to the board in each other state in which any part of the 
Services covered by the rates complained of are in effect, or pro- 
Posed to be put into effect, and is to invite it to designate a repre- 
Sentative to act upon a joint board for the hearing and decision 
of the issues raised thereby. Representatives designated in response 
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to such invitation with such first mentioned board constitute a joint 
board for disposition of the case. If the other boards inviited fail to 
designate representatives the case will be determined by the board 
by which instituted. 

The state boards (and the Interstate Commerce. Commission in 
states where the state boards do not act) are vested with general 
power to supervise and regulate motor carriers, to require reasonably 
continuous and adequate service at just, reasonable and nondiscrimina- 
tory rates, and to impose reasonable terms and conditions as to. 
weight of load, number of passengers, exclusion of areas within which 
business may be done, and such other matters as in their judgment 
the public convenience and necessity may require. 

It is provided that instead of separate action by state boards: 
upon applications for certificates, and on any other matters within 
their jurisdiction aside from rates, it shall be lawful for such boards: 
to create from their membership in any case a joint board to hear: 
and determine the same. 

It is provided that any party in interest dissatisfied with the: 
action of any board or joint board may appeal therefrom to the: 
Interstate Commerce Commission. Such appeal is to be upon a cer- 
tified copy of the record which has been made. In every case where: 
the appeal is from a single board, a party desiring to present ad-. 
ditional evidence may ask for a rehearing, and if the same is granted,, 
further evidence may be offered by any party, and the board may- 
consider and rule thereon. The expanded record then becomes the: 
record on appeal. This provision as to motions for further hearing: 
is not made applicable in case of appeals from joint boards, because: 
it is believed such hearings will ordinarily produce complete records: 
in the first instance. 

The purposes of the beg a that appeal shall be upon the record! 
are obvious. Such provision obviates a second calling of witnesses,, 
and it gives assurance that if there is an appeal evidence upon: 
which the Interstate Commerce Commission will be asked to over-- 
rule a board or a joint board shall be the same as that upon which) 
the decision appealed from was rendered. 

The opportunity for permitting further hearing on appeals frosm 
single boards seems desirable for the reason that in actual practinee 
it is frequently desired by all parties to handle applications for eam 
tificates and other regulatory matters upon somewhat informal 
presentations. It saves expense, and promotes expedition. Bue if 
appeal is to be prosecuted it may be desirable to permit the record 
to be expanded. 

It is provided that the states may impose the same taxes or other 
charges on motor carriers engaged in interstate commerce, for the 
use of the public highways in such state, as it imposes on motor 
carriers engaged solely in intrastate commerce in such state, and’! 
that nothing in the bill shall be interpreted to preclude taxation of: 
motor carriers by a state for other purposes. 

It is likewise expressly stated that the act is not intended tm 
exclude the exercise by each state of the power of regulation of 
motor vehicles and their operators in so far as engaged in intra- 
state commerce in such state. Such vehicles and the operators 
thereof shall in each state continue to be subject to the laws of that 
state in respect to intrastate commerce and in respect to the proper 
exercise of its police power. 

Provision is also contained in the bill for the payment of fees 
by applicants. Such fees received by any board are to be paid over 
by the board to the Interstate Commerce Commission to be in each 
case held as a separate fund, and used to defray the expenses of 
such board in the administration of the act, including reasonable 
per diem compensation for members or representatives while en- 
gaged in such administration. An appropriation is also provided to 
create a contingent fund to meet such expenses in case the fees 
collected are insufficient in any case. 

The committee has given faithful consideration to the work im- 
posed upon it. The bill it was directed to draft is along new lines, 
with little in the shape of precedent which could be turned to for 
help in shaping its terms. The situation dealt with is complex. With. 
all the aid obtainable by way of suggestions or criticism, the com- 
mittee has used its best effort to prepare and present a bill which: 
may establish a simple, workable plan for the regulaion of this: 
new form of transportation which has suddenly assumed such vast im- 
portance, which, if properly coordinated with other essential forms: 
of transportation, seems destined to play such a large part in the: 
future economic life of the nation. 


It is not to be expected that the bill may not be improved. Dis-.- 
cussion in this convention and before Congress will undoubtedly il-- 
luminate the situation and enable helpful changes to be made. 

The committee, accordingly, does not recommend that the associa-- 
tion shall commit itself unchangeable to any form of bill at this: 
time, but rather that it authorize continued study of the sub- 
ject by the ablest committee which can be selected from its member-- 
ship, and that such committee be authorized to appear for the as-- 
sociation in representing to Congress the necessity for legislation.. 
and the form which such legislation should take. 


Motor Regulation Discussion 


Discussion of the report of the special committee on motor’ 
vehicle legislation and the proposed bill drafted by the com- 
mittee indicated that a majority of the state commissioners: 
felt that some federal legislation was necessary. 


Commissioner Bowen of the Minnesota commission, haw- 
ever, opposed the making of any recommendation in favor of 
Congress taking action with respect to interstate motor vehicle 
transportation. His contention was that, as compared with the 
volume of intrastate business, the interstate traffic was small 
and that the question of regulation could be dealt with in the 
future as it was now. He said approval of the proposed bill 
would constitute a radical departure from established prin- 
ciples of the national association which called for preservation 
of the power of the states. He construed the bill as in effect 
depriving the states of control of intrastate motor traffic. This 
iew, however, met with opposition from a number of commis- 
sioners, who insisted that the purpose of the bill was to pre- 
serve the powers of the states. Mr. Bowen thought the asso- 
ciation had been “somewhat taken off its feet” by the decisions 
of the Supreme Court, which, he said, only stated what was 
already known. He believed that if any federal legislation were 
proposed, the final result would be that the railroads would get 
the kind of legislation they wanted. 

A resolution was offered by Mr. Bowen declaring that the 
association was unalterably opposed to federal regulation of 
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common carriers by motor vehicles operating on the public 
highways of any state and that the legislative committee should 
be instructed to exert all possible effort to prevent legislation 
by Congress, and that the entire subject of motor vehicle 
regulation should remain unfettered by federal interference 
and left in the control of the states. 

The resolution was offered as a substitute to a motion by 
Mr. Benton that the association direct that a special com- 
mittee continue the study of the subject and co-operate with 
the legislative committee to the end that the necessity for some 
legislation on the subject be presented to Congress. The Bowen 
substitute was rejected and the Benton proposal was adopted. 
Mr. Benton explained that it was not the intention of the special 
committee that the proposed bill as drafted by the committee 
should be submitted to Congress, but that rather it was sub- 
mitted simply as a basis for further consideration. Several 
commissioners approved the general principles of the proposed 
bill, but said they would recommend certain changes. President 
Ainey emphasized the point that federal legislation relating to 
the subject would be proposed in Congress and that he believed 
the state commissioners were best fitted to suggest to Congress 
the form of legislation to be enacted. The report of the special 
committee was received for printing. 

Commissioner Adams of Virginia, chairman, submitted the 
report of the regudar committee on motor vehicle transporta- 
tion. This report reviewed the situation with respect to vari- 
ous phases of the motor transportation problem. It expressed 
the belief that conditions were such that the adoption by Con- 
gress of a proper act to regulate interstate motor vehicle trans- 
portation would be in the interest of all concerned. It also 
urged co-ordination of the motor vehicle with steam and electric 
transportation. The report was received for printing. 

Lucius S. Storrs, managing director of the American Elec- 
tric Railway Association, addressed the convention on the sub- 
ject of the motor vehicle and the electric railway and urged 
co-ordination of these two forms of transportation facilities 
under electric railway management. 

Commissioner Raish of South Dakota made a brief oral 
report for the committee on car service and demurrage, ex- 
plaining that the committee did not have anything special to 
report because there was no car shortage. 


Committee on Co-operation 


The committee on co-operation with the federal commission 
substituted the following for the paragraph relating to state 
commissioners sitting with the federal commission, to which 
objection had been made: 


It is our judgment that state commissioners or their repre- 
sentatives would not expect or desire to sit with members of the 
Interstate Commerce Commission or its examiners in joint hear- 
ings in any case in which they appear as advocates. This is 
not to be understood as precluding a state commission from caus- 
ing pertinent evidence to be presented in any such case with 
respect to the matters in issue. 


Several minor changes were made in the proposed co- 
operative agreement and as finally submitted it was adopted by 
the association. Before it becomes effective the Commission 
will have to approve it. 

At noon October 15 the members of the association went 
to the White House, where they were photographed with Pres- 
ident Coolidge. 

On the night of October 15 the members attended a recep- 


_— given them by the Chamber of Commerce of the United 
tates. 


Resolutions Adopted 


At its closing session, October 16, the association practically 
unanimously adopted a resolution declaring for enactment by 
Congress of legislation placing intercoastal water carriers through 
the Panama Canal under the regulatory jurisdiction of the Com- 
mission as to rates, services, etc., to the same extent that rail 
carriers are now under such jurisdiction. The resolution de- 
clared that this legislation should be enacted to prevent rate 
wars between the transcontinental rail lines and the ocean lines 
using the canal and to stabilize rates and services. 

The association approved a resolution favoring amendment 
of Section 13 of the interstate commerce act to the effect that 
before the Commission could issue an order directly affecting 
state rates, a reasonable time must be given state authorities 
concerned to make such readjustment of state rates as will 
comply with the provisions of the federal law found to be con- 
travened. 

The resolution was approved and referred to the committee 
On co-operation with the Commission. 

A resolution was adopted providing for continuance of the 
work of the committee on public relations and for the taking 
of steps to bring about establishment of courses of study in 
the schools dealing with regulatory problems. 

A proposed resolution declaring for geographical representa- 
tion on the Commission was not brought out of the executive 
committee. The committee was unanimous in the opinion that 
such a resolution should not be reported at this time. 

By a vote of 17 to 14 the association adopted a motion to 
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limit proposed legislation regulating motor vehicles to common 
carriers for hire. The association decided to hold the next an- 
nual convention at Asheville, N. C., November 9, 1926. 


N. Y¥. CANAL HEARING 


The establishment of a regular and dependable package 
service on the canal and the adoption by the state of New York 
of a definite and continuous policy toward its barge canal was 
urged at a hearing at Rochester, N. Y., before the Barge Canal 
Survey Commission, October 7. Testimony was entered in the 
record by a number of representatives of Rochester industries 
relative to the extent that it would be possible to use the canal. 

F. W. Burton, manager of the traffic Bureau at Rochester, 
told of the use of the canal in the past, the nature of Rochester’s 
tonnage, the need for a package freight service and the condition 
of the barge channel at Rochester. He said the canal could not 
be wholly developed from the point of view of handling bulk car- 
goes and that the package freight service would have to be built 
up. 


In testifying as to present switching arrangements he said 
the switching situation was somewhat of a drawback in using 
the canal because of the high charges applying between certain 
industries and the two canal terminals. He pointed out that 
switching charges ran as high as $38.90 for the movement be- 
tween industries and the state terminal and $26.30 when to and 
from the Mohawk Dispatch terminal. He submitted the follow- 
ing recommendations on behalf of the shippers: 


1. That regular and dependable package service should be es- 
tablished on the canal. It is very clear that Rochester cannot make 
further use of the canal unless such service is established. 

2. That the state should adopt a definite and continuous policy 
with regard to the canal. There is no criticism of any individual con- 
nected with the canal administration. The fault is with the system 
under which the canal is operated. We are aware of the suggestions 
that have already been made to create a commission to administer 
the canal and that the traffic burden of the Canals Departments 
be reorganized and strengthened so that negotiations may be car- 
ried on by the state traffic bureau on behalf of the coal operators 
and the shippers to secure through rate arrangements, handle liti- 
gation and whatever is necessary to promote the interests of the 
canal, shippers and the operators, also the suggestion made by Gen- 
eral Ashburn in charge of the government operations on the Missis- 
sippi and Warrior Rivers that the state create an organization simi- 
lar to that of the federal government which would consist of a board 
of five members and a chief executive appointed to administer the 
canal. The shippers for whom I speak do not at this time express 
any opinion as to these suggestions which have been submitted to 
the Commission at other hearings but they do feel that in the 
consideration of an adoption by the state of a definite and con- 
tinuous policy with regard to the canal that these matters should 
be fully weighed by the Commission. 

. That operators on the canal should be licensed and required 
to file a bond to guarantee faithful performance of contract for the 
purpose of fully protecting the shippers and to safeguard canal 


operators against irresponsible parties engaging in canal trans- 
portation. 


4. The adoption of measures that would insure a complete main- 
tenance of the canal. This subject includes the matter of an ade- 
quate depth throughout the entire canal and the state improve dredg- 
ing service, the lengthening of the canal lock walls and a number of 
other important suggestions which would make canal transportation 
more efficient, also that the shippers of Rochester be assured that 
the complaint regarding jagged rocks in the channel of Rochester's 
harbor and the bar that forms at the Genesee River intersection 
of the canal will be satisfactorily disposed of. 


E. A. Niel, freight traffic manager of the B. R. & P., said his 
road was eager to co-operate in the development of traffic on the 
canal. He said it was his opinion that, along the route of the 
canal between Buffalo and Troy, where 81 per cent of the popu- 
lation of the state resided and where manufacturing plants to the 
number of 40,000 produced a tonnage of more than 90,000,000 
tons a year, there could be originated any number of shipments 
that might use the canal. 


E. A. Fisher, consulting city engineer of Rochester, and 
Charles E. Johnson, traffic manager, Eastman Kodak Company, 
substantiated the testimony given by Mr. Barton relating to the 
need for package freight service. Mr. Johnson said that, in addi- 
tion to cargo service, there should be a dependable service for 
carload and less than carload merchandise, however, and said 


that operators on the canal should be bonded and responsible 
carriers. 


Representatives of the Rochester Button Company, the Whit- 
more, Rauber & Vicinus Company, the Hubbard, Eldredge & 
Miller Company, the Gleason Works, the Monroe County Oil Com- 
pany, the Genesee Bridge Company, the W. N. Clark Canning 
Company, the William B. Morse Lumber Company and the Sib- 
ley, Lindsay & Curr Company and others testified as to the extent 
to which their companies used or might be able to use the canal. 
The majority. of them stated that they could make more use of 
the canal than they did if conditions surrounding service and 
transportation via the canal were standardized and improved. 


MODIFIED PROCEDURE DOCKET 


The Commission has suggested that No. 17470, National As- 
sociation of Ice Cream Manufacturers vs. American Railway 
Express Company et al. and No. 17466, United Verde Extension 
Mining Company vs. Atchison, Topeka & Santa Fe et al., be 
placed upon the modified procedure docket. 
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Industrial Traffic Departments 


Twenty-sixth of a Series of Thirty Articles on the Organization and Management of Industrial 
and Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, 
Ph. D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


Shippers’ Regional Advisory Boards 

In 1923 the American Railway Association, through its Car 
Service Division, organized a number of regional advisory boards 
composed of representatives of the leading shipping concerns of 
the districts in which the boards are located. Eleven such 
boards have already been constituted and ultimately boards are 
to be set up in all sections of the United States. 

A Northwestern Regional Advisory Board, with headquar- 
ters in Minneapolis, Minnesota, covers the states of North and 
South Dakota, Minnesota, and Montana. 

A Central Western Board, with headquarters at Omaha, 
Nebraska, had jurisdiction over the states of Nebraska, Colo- 
rado, Wyoming, Utah and Idaho. 

A Southeastern Board attends to affairs in Alabama, 
Georgia, Florida, North Carolina, South Carolina, and Missis- 
sippi. Headquarters of this board are maintained at Birming- 
ham, Alabama. 

The Southwestern Regional Advisory Board covers Texas, 
Louisiana, part of Arkansas, New Mexico and part of Okla- 
homa, with headquarters at Dallas, Texas. 

A Trans-Missouri-Kansas Board governs Missouri, Kansas, 
and portions of Arkansas, Oklahoma and Illinois. Headquarters 
of this board are maintained at St. Louis, Missouri. 

The Mid-Western Board, with headquarters at Chicago, Illi- 
nois, functions for the states of Iowa, Wisconsin, Illinois, ex- 
cepting for the portion of that state tributary to St. Louis and 
western Indiana. ; 

The Pacific Coast Board has jurisdiction over California, 
Nevada, Southern Oregon, Arizona, and Western Mexico. Dis- 
trict offices are maintained at San Francisco. 

The Great Lakes Board attends to the affairs for northern 
Ohio, northwestern Indiana, the southern peninsula of Michi- 
gan, northwestern Pennsylvania, and western New York. Head- 
quarters are at Toledo, Ohio. 

An Ohio Valley Board covers southern Ohio, southeastern 
Indiana, Kentucky, and the western portion of West Virginia, 
with headquarters at Cincinnati, Ohio. 

The Atlantic States Board, with headquarters at New York 
City, covers parts of New York, Pennsylvania, Maryland, New 
Jersey, Delaware, and the District of Columbia. 

A New England Board, with headquarters at Boston, Massa- 
chusetts, governs the New England States, and one at Pitts- 
burgh, Pennsylvania, is contemplated to attend to affairs in the 
district not embraced within the Middle Atlantic States and 
Ohio Valley boards. 


Purposes of the Board 


All of these organizations have been created with one end 
in view—“to form a common meeting ground between shippers 
and railroads for the better understanding of transportation 
questions, to adjust, informally, car difficulties which may arise 
between carrier and shipper, and to give the shipping public a 
direct voice in the activites of the Car Service Divison of the 
Amercan Railway Association on all matters of mutual concern.” 

Donald D. Conn, manager of the public relations section, car 
service division of the American Railway Association, at the first 
regular meeting of the Ohio Valley Shippers’ Regional Advisory 
Board, explained the purpose of the boards to be primarily to 
“bring representatives of all branches of shippers, consumers, 
and the public together periodically with the officers of each 
railroad to determine future transportation needs, the availabil- 
ity of railroad facilities, and to settle their mutual questions be- 
tween the parties of direct interest in an informal way as is 
being done between various groups of commercial enterprises. 

“The smaller shipper or consumer has, through the regional 
boards, an opportunity to voice his problems and effect their 
remedies without cost and on the same basis as the larger ship- 
per or consumer. No railroad men are members of the board, 
although regular committees of railroad officers meet with the 
boards. . The problems affecting the railroads and their 
service are no different in principle from those of any line of 
industry or agriculture, and the same methods of approach and 
remedy can be applied to them. Much more can be done in the 
interests of continued efficient service by adopting the Ameri- 
can way of voluntary understanding and cooperation than by 
rigid application of legislative enactments. 

“The various commodity committees should see that their 
reports outlining future transportation needs are sent in with- 
out undue delay. The Car Service Division wants to know as 
much about the industries of the territories as possible, we want 
to consult with shippers and consumers before issuing our or- 
ders; tell them why we issue them; we want them to know 


everything we are doing. Do not wait until a car shortage de- 
velops before taking the matter up; see that we are kept fully 
informed as to your transportation needs. It is your obligation 
to do this because you know what your needs will be and we 
want the shippers to tell us through their different committees.” 


More specifically, these boards have been set up to accom- 
plish the following ends: 


1. To form a common meeting ground between shippers, local 
railroads, and the carriers as a whole for the better mutual under- 
standing of local and general transportation requirements, to analyze 
transportation needs in each territory, and to assist in anticipating 
car requirements. 

2. To study production, markets, distribution, and trade chan- 
nels of the commodities local to each district, with a view of effecting 
improvements in trade practices when related to transportation, and 
promoting a more even distribution of commodities where practicable. 

3. To promote car and operating efficiency in connection with 
——_ loading and in the proper handling of cars by shippers and 
railroads. 

4. To secure a proper understanding by the railroads of the 
transportation needs of shippers, that their regulations may fit _ * 
pers’ requirements, and, conversely, to secure understanding by the 
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shippers and their cooperation in carrying out necessary rules gov- 
erning car handling and car distribution. 

5. To acquaint shippers and railroads in each section of the 
country of the seasonal requirements in their section, in order to 
promote intelligent cooperation in the handling of equipment be- 
tween the different districts of the country. 

6. To adjust informally car difficulties which may arise in each 
local territory between the carrier and the shipper. 

7. To give the shipping public a direct voice in the activities of 
the Car Service Division of the American Railway Association on all 
matters of mutual concern. 


The program originated, as has been stated, with the Ameri- 
can Railway Association. On April 5, 1923, the association 
adopted a plan to provide adequate transportation service that 
year and the program provided for the continuation of public 
cooperation as one of the steps. Another provision of the pro- 
gram was the establishment of district offices of the Car Serv- 
ice Division of the American Railway Association at strategic 
points. Each office was placed under the supervision of a dis- 
trict manager and a number of shippers’ and consignees’ rep- 
resentatives were collected together into advisory bodies to con- 
sult with the district managers as to the transportation require- 
ments of the territories for periods of sixty days in advance, so 
that requirements might be anticipated and car gluts and short- 
ages avoided. The full weight of the authority and prestige of 
the American Railway Association was thrown behind the re- 
gional boards and wide publicity given to their work to mobolize 
public opinion around the activities of the boards. Newspaper 
publicity, posters and placards placed in the headquarters of 
commercial and trade associations, banks, railroad stations, are 
used to “sell” the idea of cooperation in obtaining efficient trans- 
portation .service to all who use railroad service. 


Organization 
The plan of organization includes, beside the district man- 





1Proceedings of the First Regular Meeting, Ohio Valley Shippers’ 
Regional Advisory Board—held in the Old Colony Club Rooms, Sinton 
Hotel, Cincinnati, Ohio, January 7, 1924. 
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agers of the Car Service Division of the American Railway As- 
sociation and their staffs of agents and clerks, a general chair- 
man and an alternate general chairman, a general secretary, and 
a secretary for each regional board. In each region a number of 
so-called commodity committees, each with a chairman and a 
vice-chairman, have been set up to attend to the transporta- 
tion needs of the shippers and consignees of the commodity in 
which the committee specializes. The boards also have execu- 
tive committees, composed of the officers enumerated above, in 
addition to the chairman of each commodity committee and a 
number of general members. Each board has included among 
the members a number of members at large who may or may 
not be assigned to commodity committees. Nominations for 
officers and committee members are made by nominating com- 
mittees. 

Some idea of the magnitude of the work becomes apparent 
when one glances over the list of commodity committees of a 
typical regional board. One such board has the following com- 
modity committees functioning: 1, automobile; 2, automotive 
parts; 3, banking; 4, canned goods and preserves; 5, cement; 6, 
ceramics; 7, chemical; 8, clay products; 9, coal; 10, coffee; 11, 
confectionery; 12, copper; 13, cordage; 14, electrical line mate- 
rials; 15, electrical machinery; 16, fertilizer; 17, fresh fruits 
and vegetables; 18, furniture; 19, food products; 20, glass con- 
tainer and closure; 21, grain and grain products; 22, ice; 23, 
iron and steel; 24, leather and tanning materials; 25, less car- 
load committee; 26, lime and gypsum; 27, lumber; 28, machin- 
ery; 29, milk and milk products; 30, mineral; 31, miscellaneous 
and general manufactures; 32, musical instrument and athletic 
goods; 33, paints, oils and varnishes; 34, paper; 35, petroleum 
and petroleum products; 36, roofing and roofing materials; 37, 
rubber; 38, salt; 39, slate; 40, soap, by-products and raw ma- 
terials; 41, sugar; 42, textiles; 43, tobacco. 

Other committees handle special phases of the work, includ- 
ing terminal problems, warehouse and storage matters, publicity, 
and export and import matters. 

Rules of Procedure 

Uniform rules of procedure have been adopted by each re- 
gional board for the guidance of the business of the board. A 
general meeting of the secretaries and chairmen of the several 
boards then in existence drafted the following rules of procedure 
in meeting at Chicago, November 16, 1923, and they were rec- 
ommended for adoption by each regional board: 


Rules of Procedure Which Were Recommended by the Secretarial 

Committee and Unanimously Adopted at the Chicago Meeting: 

1. Then the principal responsibility of the individual commodity 
committee is to report existing transportation conditions affecting 
their industry throughout the entire territory at each board meeting; 
to render as complete report as possible of subsequent car require- 
ments for as nearly 60 days in advance as practicable; to keep ac- 
curate account of the general economic factors affecting the condi- 
tion and prosperity of their industry and to report same at each 
meeting; and to act as a medium for the settlement of disputes be- 
ne of their commodities and the railroads within the 

strict. 

2. Complaints or disputes should be presented, when practicable, 
to the individual railroad or railroads concerned and every effort pos- 
sible made to settle such disputes direct with them. In event such 
disputes or complaints cannot be settled with the carrier or carriers 
direct they shall be presented to the proper standing committee. In 
handling such complaints or disputes, the standing committee shall 
themselves deal direct with the interested carrier, if the complaint 
involves only that carrier; that if the complaint be general in scope, 
involving more than one carrier, the committee shall go into session 
or negotiate with the representatives of all carriers in the territory, 
as hereinafter provided; in the handling of all complaints the officers 
and chairmen of all committees shall work in close cooperation with 
the district manager. 

38. When problems presented by one committee overlap those of 
another committee, same should be handled jointly by the committees 
concerned. <Any standing committee desiring to meet with another 
standing committee, or jointly with the railroads, will notify the sec- 
retary of the board, outlining in detail the purposes for such meeting. 

. When a committee desires to meet with carriers, request for 
the meeting should be made to the secretary of the board and the 
reasons therefor fully stated, together with the subjects to be dis- 
cussed. Except in cases of emergency, at least one week’s notice 
should be given by the committee of its desire for a meeting with 
the carrier or carriers. The secretary will arrange the conference 
—= notify the chairman and the members of his committee accord- 
ngly. 

5. The minutes of all meetings of standing committees should 
be kept for record and submitted at each board meeting for approval. 

6. No publicity should be given the minutes of the meetings of 
standing committees until same are approved and authorized by the 
Regional Board. 

All communications relative to board matters should be ad- 
dressed to the secretary of the board. 


Meetings of the boards are attended, not only by represent- 
atives of shippers and consignees of freight and commercial and 
trade association representatives, but by representatives of the 
American Railway Association, of the Interstate Commerce Com- 
mission, and by railroad and steamship officers. Problems of in- 
terest and concern are fully discussed and the shippers’ and the 
railroads’ problems of obtaining and supplying transportation 
facilities are discussed in open meeting. So successful has the 
plan proven that, in 1923, thirty-eight major questions between 
shippers and railroads and a host of minor matters were settled 
to the satisfaction of all concerned by the boards and not a 
single complaint was made to the Commission.’ 





1Donald D. Conn, Manager Public Relations Division, A. R. A 
address before the Ohio Valley Regional Board, January 7, 1924. 
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Informal negotiations between the shippers and the rail- 
roads through the media of the advisory boards has tended to 
bring the railroads and their patrons closer together and has 
given to each a fuller appreciation of the problems of the other. 
It has proven a means of applying preventive rather than cura- 
tive measures to the relief of transportation problems, and has 
been successful in keeping transportation service cases out of 
the courts, and has obviated in large measure the necessity of 
placing such cases on the dockets of the Commission and of 
the state commissions. 

At the meetings of the boards, reports are made of general 
transportation conditions and of conditions of transportation 
service in given industries by the general chairman and by the 
chairman of the commodity committees. These reports are 
based on studies of actual and prospective conditions by mem- 
bers of the committees. Composite opinions of conditions are 
available through these reports. The district managers of the 
Car Service Division of the American Railway Association are 
made for the information and guidance of shippers. The rail- 
road representatives report on the anticipated freight car re- 
quirements and announce important changes in freight train 
services at these meetings. 

The proceedings of the regular meetings are published and 
distributed among railroad officials and employes and among 
industrial concerns and commercial enterprises so that their 
active cooperation may be enlisted. 

The close cooperation between the shippers and carriers 
through the boards has contributed to the remarkable efficiency 
with which the railroads have handled record freight traffic 
without car shortage, a thing unprecedented in American trans- 
portation. 

Speaking of the problem of fitting transportation service to 
requirements, W. J. L. Banham, general chairman of the Atlan- 
tic States Shippers’ Advisory Board, at the July, 1925, meeting 
of the board, said: 

That the carriers will be able to meet even this new high peak, I 
have no doubt, provided, of course, that the shipping public continue 
to extend the same whole-hearted cooperation as they have in the 
past. Adequate transportation centers around the freight car. Prompt 
movement and proper utilization of this unit makes or breaks trans- 
portation. In the utilization and movement of the car the shipping 
public has a large responsibility. By loading to capacity proper 
utilization is assured, by prompt loading and unloading a quicker 
turn around results, permitting the car to do more work, avoid con- 
gestion and insure the ends we all are striving for—the betterment of 
transportation. Transportation is an economic problem and should be 


dealt with as such. I am satisfied the public will deal fairly with 
the railroads if they understood the railroads’ problems. 


ORDER BILLS OF LADING 


(Address of Jno. T. Reid, treasurer of the Atlantic Coast Line 
Railroad, before the Railway Treasury Officers’ Association at 
its 1925 meeting.) 

My remarks on this subject relate to uniform domestic order 
bills of lading covering interstate shipments. As to order bills 
of lading covering intrastate shipments, the laws of the state 
in which the shipment moves ‘may be different from the 
federal law. 

An order bill of lading is a receipt by the carrier and a 
contract, subject to the terms and conditions printed thereon, 
under which the carrier undertakes to transport or cause to be 
transported to a destination named therein the shipment covered 
thereby, the surrender of the bill of lading, properly endorsed, 
being required under its terms for the delivery of the property. 
The present form and contract terms and conditions of the 
order bill of lading were prescribed by the Interstate Commerce 
Commission and adopted by carriers in Official, Southern, and 
Western classification tariffs, March 15, 1922. It is printed on 
yellow paper and in connection therewith there is issued a 
shipping order under which the shipper directs the transporta- 
tion of the shipment in accordance with the terms and conditions 
of the original bill of lading. There is also issued at the same 
time a memorandum which has printed thereon the following: 


THIS MEMORANDUM is an acknowledgment that a bill of lading 
has been issued and is not the original bill of lading, nor 
a copy or duplicate, covering the property named herein, and 
is in uséd solely for filing or record. 





The shipping order and the memorandum are usually made 
by means of carbon paper as the information to be shown on each, 
other than the printing, is identical. Neither the shipping order 
nor the memorandum is a bill of lading. 

Congress passed an act, generally known as the Pomerene 
act, approved August 29, 1916, relating to bills of lading in inter- 
state and foreign commerce. The act provides in Section 3: 


That a bill in which it is stated that the goods are consigned 
or destined to the order of any person named in such bill is an 
order bill. Any provision in such a bill or in any notice, contract, 
rule, regulation, or tariff that it is non-negotiable shall be null 
and void and shall not affect its negotiability within the meaning 
- act unless upon its face and in writing agreed to by the 
shipper. 


The act also provides in part in Section 4: 


That order bills issued in a State for the transportation of 
goods to any place in the United States on the Continent of North 
America, except Alaska and Panama, shall not be issued in parts 
or sets. If so issued, the carrier issuing them shall be liable for 
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failure to deliver the goods described therein to anyone who 
purchases a part for value in good faith, even though the pur- 
chase be after the delivery of the goods by the carrier to a holder 
of one of the other parts. * * * 


Section 5 provides that if more than one order bill is issued 
in a State for the same goods to be transported to any place 
in the United States, on the Continent of North America, except 
Alaska and Panama, the word “duplicate,” or some other word 
indicating that the document is not an original bill, shall be 
placed plainly upon the face of every such bill except the one 
first issued, and that a carrier shall be liable for the damage 
caused by his failure so to do to anyone who has purchased the 
pill for value and in good faith as an original, even though 
the purchase be after the delivery of the goods by the carrier 
to the holder of the original bill. 

Section 7 provides that the insertion in an order bill of the 
name of a person to be notified of the arrival of the goods shall 
not limit the negotiability of the bill or constitute notice to 
a purchaser thereof of any rights or equities of such person in 
the goods. 

Section 8 provides in part that a carrier, in the absence of 
some lawful excuse, is bound to deliver goods upon demand made 
by the holder of an order bill if such a demand is accom- 
panied by: 


(a) An offer in good faith to satisfy the carrier’s lawful lien 
upon the goods. 


(b) Possession of the bill of lading and an offer in good 


faith to surrender, properly indorsed, the bill which was issued 
for the goods, if the bill is an order bill. 


(c) A readiness and willingness to sign a receipt for the 
goods, when delivered, if requested by the carrier. 


This section also provides that if the carrier refuses or 
fails to deliver the goods in compliance with such a demand, 
the burden shall be upon the carrier to establish the existence 
of a lawful excuse for such refusal or failure. 

Section 11 provides as follows: 


That except as provided in section twenty-six, and except when’ 


compelled by legal process, if a carrier delivers goods for which 
an order bill had been issued, the negotiation of which would 
transfer the right to the possession of the goods, and fails to take 
up and cancel the bill, such carrier shall be liable for failure to 
deliver the goods to anyone who for value and in good faith 
purchases such bill, whether such purchaser acquired title to the 
bill before or after the delivery of the goods by the carrier and 
notwithstanding delivery was made to the person entitled thereto. 


Section 26, referred to in Section 11, provides that, after 
goods have been lawfully sold to satisfy a carrier’s lien, or 
because they have not been claimed, or because they are perish- 
able or hazardous, the carrier shall not thereafter be liable for 
failure to deliver the goods themselves to the consignee or 
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TRAFFIC EXECUTIVE, with record of successful achievement 

in handling distribution problems, can shortly offer services to con- 

cerns requiring transportation specialist of proven competency to 

a gs profit. Address L. L. I. 861, care The Traffic World, 
cago, Ill. 





WANTED—Traffic assistant in commercial organization Southern 
seaport city. Must be well versed in grain rate adjustments, domestic 
and export, also transit, and competent to handle cases before Inter- 
state and State Commissions. State qualification, age, marital status, 
compensation required and ability to report. Address E. W. O 
care Traffic World, Chicago, Il. 








FOR SALE—42 feet 80 ton registering beam track scale. Address 
John Gund Brewing Company, LaCrosse, Wisconsin. 
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350-354 West Erie Street Chicago 
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LOCATE ON ONEOF CHICAGO’S 


FIVE GREAT BELT RAILROADS 


Your business becomes the center of a distributing 
web stretching over the entire country. Money 
saved on freight charges spells 


BIGGER PROFITS 


LOUIS B. BEARDSLEE & CO. 
160 N. La Salle St., CHICAGO State 8323 


SPECIALISTS IN SWITCH TRACK PROPERTY 


It Pays to Steel Strap Your Shipments 


HERE ARE THE REASONS: 


1. Shipments Safe from Damage. The steel strapping re- 
inforces at the weakest points and reduces damage 
claims, and losses. 


. Prevents Pilfering. The Signode Seal cannot be opened 
and replaced. The railroads testify to the increased 
safety of Signode Sealed Steel Strapping. 


. Saving in Lumber. A lighter, cheaper case or con- 
tainer can be used, without reducing the strength when 
Signode Steel Strapping is used. 


. Saving in Freight. The lighter weight container saves 
money in Freight Bills. 


: Speed and Ease of Application. Signode Steel Strap- 
ping is drawn tightly—sealed in a second in the sim- 
plest manner. 


You may be fairly well satisfied—but perhaps a saving or improve- 
ment can be made. 


Write today for sample Signode with complete information and prices. 


CONSOLIDATED STEEL STRAPPING CO., 
2613 N. Western Ave., Chicago, Ill., U.S. A. 


Canadian Steel Strapping Co., Montreal, Canada 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture Loop-the-Loop Round Wire Reinforcement, Apex 
Box Strapping, Corrugated Fasteners, Pail Clasps, Clutchnails, Ete. 


Send for complete catalog. 
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owner of the goods, or to a holder of the bill given for the goods 
when they were shipped, even if such bill be an order bill. 

Section 12 refers to the liability of a carrier for failure to 
take up and cancel an order bill when the shipment is delivered 
or to place proper notation on it when part of the shipment 
is delivered. 

Section 14 provides for the delivery of the shipment under 
order of court, under protection of a surety bond, when the order 
bill of lading has been lost, stolen, or destroyed, and also 
authorizes delivery under a voluntary indemnifying bond, but 
without relieving the carrier from liability to a person to whom 
the order bill has been or shall be negotiated for value without 
notice of the proceedings of the delivery of the goods. 

Passing over other features of the bills of lading act I will 
now take up the question of negotiation and proper indorsement 


which is principally covered by sections 27, 28, 30 and 37, which 
are as follows: 


Sec. 27. That an order bill may be negotiated by delivery 
where, by the terms of the bill, the carrier undertakes to deliver 
the goods to the order of a specified person, and such person or a 
subsequent indorsee of the bill has indorsed it in blank. 

Sec. 28. That an order bill may be negotiated by the indorse- 
ment of the person to whose order the goods are deliverable by 
the tenor of the bill. Such indorsement may be in blank or to a 
specified person. If indorsed to a specified person, it may be 
negotiated again by the indorsement of such person in blank or 


to another specified person. Subsequent negotiation may be made 
in like manner. 


Sec. 30. That an order bill may be negotiated by any person 
in possession of the same, however such possession may have 
been acquired, if by the terms of the bill the carrier undertakes 
to deliver the goods to the order of such person, or if at the time 


of negotiation the bill is in such form that it may be negotiated 
by delivery. 

Sec. 27. That the validity of the negotiation of a bill is not 
impaired by the fact that such negotiation was a breach of duty 
on the part of the person making the negotiation, or by the fact 
that the owner of the bill was deprived of the possession of the 
same by fraud, accident, mistake, duress, loss, theft, or conversion, 
if the person to whom the bill was negotiated, or a person to 
whom the bill was subsequently negotiated gave value therefor 
in good faith, without notice of the breach of duty, or fraud, acci- 
dent, mistake, duress, loss, theft, or eonversion. 


Sections 27, 28 and 30, above quoted, seem to provide that 
the only indorsement authorized on order bills of lading are 
blank and special. An indorsement in blank specifies no indorsee 
and under section 27 above quoted the bill of lading may be nego- 
tiated by delivery, when indorsed in blank. 

Section 28 fully provides for procedure when indorsed spe- 
cifically, that is to some specified person. 

Under the negotiable instruments act, an instrument is 
negotiated when it is transferred from one person to another 
in such manner as to constitute the transferee the holder thereof. 
The bills of lading act requires indorsement in the manner set 
out in the sections heretofore quoted. An indorsement, accord- 
ing to the text books, though usually on the back of the in- 
strument, must be somewhere on it or on a slip of paper attached 
thereto, called an allonge. An indorsement may be made in 
ink or by pencil. An indorsement made by one person for 
another and at his direction is valid. It has been held that 
stamping the name of the payee on the back with a rubber stamp 
with his authority and with intent to indorse the instrument, 
is a valid indorsement, but the indorsement does not prove 
itself. We all know that indorsements on checks are usually 
made by rubber stamps but generally to some bank, the indorse- 
ment being guaranteed by the bank, this also being done by 
rubber stamp. The bills of lading act is silent on the question 
as to whether indorsement may be made in ink, by pencil, or by 
rubber stamp. Some time ago I requested our law department 
to advise me whether the carrier could require the indorsement 
of a person to whom a shipment was delivered under an order 
bill of lading and was advised that it was very doubtful that 
it could be required and probably could not. One who indorses 
in presenting a negotiable instrument for payment is not a 
warranter and makes no promise. His indorsement is simply a 
receipt. The right of the drawee to recover in case of a forged 
indorsement on the instrument is the right which the common 
law gives him. Section 8 of the bills of lading act authorizes the 
carrier to require a receipt for delivery of the goods; there is 
no reason why this receipt cannot be taken, if the carrier so 
desires, on the bill of lading itself so that the record may be 


complete on the bill as to whom delivery was made of the ship- 
ment covered thereby. 


Order bills of lading are usually attached to drafts and 
forwarded, sometimes through a cireuitous route, for collection 
from the party who is named in the bill as the party to be 
notified; banks handling the drafts generally not only decline 
to indorse the bill of lading but also disclaim any liability either 
as to the genuineness of the bill of lading itself or the indorse- 
ments thereon; the delivering agent is not in position to know 
the bill of lading is genuine, neither does he know the signature 
of the forwarding agent nor the genuineness of the indorse- 
ments; he delivers the shipment because the bill of lading is 
in line with the waybill in his possession and the carriers get 
by with it because of the inherent honesty of the shippers. 
What, if anything, is advisable to be done is a question that 
requires serious consideration. The Freight Station Section 
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of the A. R. A. has had the subject before them from widely sep- 
arated parts of the country and agents are asking for informa- 
tion to overcome the difficulty. An additional carbon copy of 
the original bill sent to a delivering agent would enable him 
to determine the genuineness of the bill but not of the indorse- 
ments. Whether it is practicable to make and forward this 
additional copy is also a debatable question. Recently one 
bank in the Southeastern territory was caught to the extent 
of about $50,000 in connection with forged bills of lading. How 
soon will some carrier be caught for a large amount? There 
is some question as to whether a carrier can recover from an 
innocent party for the delivery of a shipment under a forged 
order bill of lading. 


In the case of the United States vs. Chase National Bank, 
in which the government sued to recover $3,571.47 paid to the 
bank on a draft on the Treasurer of the United States purporting 
to have been drawn by Lieutenant Summer, a quartermaster, 
to his own order, on which the signature of the quartermaster, 
both as drawer and endorser was forged, reported in U. S. 232, 
p. 484, the Supreme Court of the United States, said in part, 
as follows: 


The complaint placed the demand for recovery solely upon the 
forged endorsement—neither negligence nor bad faith is set up. 
If the draft had been a valid instrument with a good title thereto 
in some other than the collecting bank, nothing else appearing, 
the drawee might recover as for money paid under mistake. 
Hortsman vs. Henshaw, 11 How. 177, 183. But here the whole 
instrument was forged, never valid, and nobody had better right 
to it than the collecting bank, 

Price vs. Neal (1762) 3 Burrows 1354, 1357, held that it is 
incumbent on the drawee to know the drawer’s hand and that if 
the former pay a draft upon the latter’s forged name to an inno- 
cent holder not chargeable with fault there can be no recovery. 
“The plaintiff cannot recover the money unless it be against con- 
science in the defendant to retain it.” “But it can never be 
thought unconscientious in the defendant to retain this money 
when he has once received it upon a bill of exchange indorsed to 
him for a fair and valuable consideration which he had bona fide 
paid without the least privity or suspicion of any forgery.” And 
the doctrine so announced has been approved and adopted by 
this court. 

Does the mere fact that the name of Lieutenant Summer was 
forged as endorser as well as drawer prevent application here 
of the established rule? We think not. In order to recover plain- 
tiff must show that the defendant cannot retain the money with 
good conscience. Both are innocent of intentional fault. The 
drawee failed to detect the forged signature of the drawer. The 
forged indorsement puts him in no worse position than he would 
occupy if that were genuine. He cannot be called upon to pay 
again and the collecting bank has not received the proceeds of 
an instrument to which another held a better title. The equities 
of the drawee who has paid are not superior to those of the inno- 
cent collecting bank who had full right to act upon the assumption 
that the former knew the drawer’s signature or at least took 
the risk of a mistake concerning it. 


The same principle may not be applicable in connection with 
a forged order bill of lading as a carrier is a bailee for hire and, 
generally, has a right to recover from a person not entitled to 
receive a shipment to whom delivery has been made. I have 
been unable to ascertain that any decisions have been rendered 
in connection with deliveries to innocent parties under forged 
order bills of lading. Congress may not have intended to place 
order bills of lading on the same footing as other negotiable 
instruments, and probably did not do so, but I have been unable 


‘to ascertain that there have been any decisions rendered deter- 


mining this and the parties to an order bill of lading may have 
the same rights and liabilities as the parties to other negotiable 
instruments. 


An order bill of lading may be compared to a draft with this 
difference that while a draft is payable in money which is just 
as good some days afterwards if payment is declined for any 
reason, an order bill of lading is payable in the goods described 
therein which may be worthless if not promptly delivered and 
the carrier may be held liable for refusal to deliver on demand, 
on presentation of the bill of lading, alleging some defect therein 
either as to indorsement or otherwise, when it subsequently 
develops that the bill of lading is genuine and properly indorsed. 

A committee, of which Mr. P. D. Houston, treasurer of the 
Tennessee Central Railroad Company, was chairman, of the 
southeastern section of our association, took up with the 
Bankers’ Associations in the Southeastern Territory the question 
of the education of shippers and others to the necessity of the 
order bills of lading attached to drafts being the originals and 
properly endorsed. Some thirteen or fourteen associations in the 
states in the southeast, extending as far west as Texas and 
Arkansas, issued a bulletin in the matter which was sent to 
every bank in their respective states, some of the associations 
commenting on the subject editorially in their monthly bulletins. 

I quote the bulletin issued by the Louisiana association which 
is substantially the form used by the other associations: 


An original “order” bill of lading (now prescribed on yellow 
paper), issued by a railroad is a negotiable instrument and it is 
necessary that as great care be exercised in its handling as is 
given other commercial paper. The bank first accepting "Order” 
bills of lading with drafts for collection is in better position 
to judge that the ladings are genuine and to require a correct 
and legal endorsement thereon than is a subsequent holder. 

_ ‘To eliminate loss in which banks are often involved and par- 
ticularly to save inconvenience to shippers and receivers of freight 
by reason of delay in delivery on presentation of “Order” bills of 
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lading, it is highly desirable that all banks handling these instru- 
ments educate their employes and patrons to undertake to see that 
the ladings are genuine and originals (not forgeries, copies, dupli- 
cates, “Memorandum,” or “Shipping Order); that they contain no 
alterations; and that they bear a correct and legal endorsement 
of the person to whom issued. 


May I ask your cooperation to this end? 


A bill of lading issued in which the goods are consigned by 
a shipper to himself advise someone else is not an order bill of 
lading but a straight bill of lading and the goods are only 
deliverable to the consignee or in accordance with his directions. 
The surrender of such bill of lading cannot be required as a 
condition precedent to delivery of the shipment. 

The “order” bill of lading and the straight “advise” bill 
of lading have become fixtures in commercial transactions. 
Carriers are desirous of giving shippers the most efficient trans- 
portation service possible, and shippers should assist carriers 
by seeing that original bills of lading, properly endorsed, in 
connection with shipments consigned “to order,” and proper 
orders for delivery in connection with shipments consigned 
straight to themselves “advise” some other person, are attached 
to drafts, and thus avoid delays in delivery and consequent 
friction which may otherwise necessarily ensue. 

I have endeavored in these remarks to point out some of 
the phases relating to order bills of lading but there are a 
number of phases on which I have not touched. 

The whole subject of bills of lading, both order and straight, 
is worthy of very serious consideration, and I hope the com- 
mittee of this association in conjunction with similar com- 
mittees of other associations may work out a set of rules and 
instructions which will be uniformly adopted by carriers and 


made, as far as practicable, the provisions of tariffs which will 
have the effect of law. 


YORK SWITCHING CASE AGAIN 


The Trafic World Washington Bureau 


The York Switching Case, No. 11455, Manufacturers’ Associa- 
tion of York vs. Pennsylvania et al., was again subjected to 
arguments, before the entire Commission, Oct. 9, this time on 
the report by Examiner Beach proposing, in effect, the issuance 
of an order requiring the railroads to continue the trackage 
arrangement in the heart of York and giving the rest of the 
city a reciprocal switching arrangement. The order proposed 
by Mr. Beach would not allow the Pennsylvania any option 
as to how undue prejudice would be removed. The latter claims 
that the Commission has no power to deprive it of that option, 
even under the first paragraph of the fifteenth section which 
authorizes the Commission to say what will be the just, reason 
able or non-discriminatory rate, regulation or “practice” to 
be used or observed in place of the one condemned. 


When the Supreme court upheld the first order of the Com- 
mission for the removal of the undue prejudice it indicated 
that, in its estimation, the order was not invalid because it 
left the Pennsylvania with the option of removing the: undue 
prejudice by discontinuing what the Pennsylvania called its 
trackage arrangement with the Western Maryland. Under that 
the industries on the Pennsylvania are treated as being also 
on the Western Maryland and those on that carrier’s rails are 
treated as being also on the rails of Pennsylvania, under a 
contract, made in 1893, which the complaining association con 
strues to be a reciprocal switching contract, but which the 
Pennsylvania insists is a trackage contract because the two 
railroads have always acted under it as if it were a trackage 
contract. 


Four hours of argument were made in the case, the Com- 
mission sitting from 9 o’clock until 1 on that day. 


The effect of the contentions of the parties seemed to make 
a final issue as to whether the Commission had the power to 
deprive the Pennsylvania of the option of removing an undue 
prejudice by discontinuing what it called its reciprocal trackage 
arrangement with the Western Maryland or extending it to the 
whole of York, by asserting that the trackage arrangement, so- 
called, was a “practice” which the Commission could condemn 
as unreasonable or unduly prejudicial and for which it could 
substitute a reasonable or non-prejudicial practice by an exer- 
cise of the power granted by the first paragraph of section 15. 


The case was discussed by Alan Olmsted and W. A. Glas- 
gow for the complainant; by Henry Wolf Bikle for the Penn- 
sylvania; by George P. Bagby, for the Western Maryland which 
supported the complainant; by Wilbur LaRoe Jr., for inter- 
veners with plants outside of the reciprocal trackage zone and 
C. R. Hillyer, for Joseph Eshelman Sons, feed mill, which, it 
was admitted, would be put out’ of business if deprived of: the 
benefit of the reciprocal trackage arrangement. 


After several conferences following the Supreme ‘Court 
decision, in which no agreement could be reached by the parties, 
the Pennsylvania announced that it would comply with the 
order which the court had said the Commission had the power 
to issue by withdrawing the trackage arrangement, although that 
arrangement was in effect by reason of the contract of 1893. 
York interests strenuously objected to such an outcome of the 
case on the ground that it would leave it worse off than before 
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because it would deprive industries within the reciprocal track- 
age zone without facilities they had had for thirty odd years. 
They had the case set down for further hearing. That further 
hearing resulted in the recommendation of Examiner Beach as 
hereinbefore indicated. 

In his argument of the case Mr. Bagby, by implication, re- 
ferred to the Pennsylvania as a balky mule, opposed to reciprocal 
switching because it had 90 per cent of the traffic to and from 
York. In answer to that Mr. Bikle said that the only offers of 
compromise that had been made were those made by the Penn- 
sylvania, the position of the other side being that the Penn- 
sylvania would have to meet the situation by complete sur- 
render and the establishment of reciprocal switching. Mr. Bikle 
contended, among other things, that reciprocal switching at 
every point where two railroads touched each other was not 
efficient or economical operation and that York had magnified 
the difficulties and disadvantages of the industries outside of 
the reciprocal traffic zone. 

Both sides agreed that extension of reciprocal trackage 
would not be practicable. Mr. Bikle insisted that the advan- 
tage of the industries within the reciprocal trackage zone were 
due to physical characteristics and not to any act of the Penn- 
sylvania in withholding something from those outside the zone 
it could give them. 

Mr. Glasgow contended that there was no question about 
the reciprocal trackage arrangement being a “practice” which 
the Commission could set aside and some other practice sub- 
stituted therefor. Mr. Bikle contended that, in a case of undue 
prejudice, such as this the Commission’s power ran only to 
the issuance of an alternative order. 

Mr. LaRoe insisted that unless the third section had lost 
its power the situation at York could not be continued, insisting 
that failure to have reciprocal switching was to be found only 
in that part of the country where the traffic policy of the Penn- 
sylvania, in opposition to reciprocal switching, prevailed. He 
quoted a Pennsylvania witness to show that the policy of the 
company was to have reciprocal switching, where, as the wit- 
ness said, it “could beat the other fellow” in the competition for 
business. 

Messrs. Olmsted, Hillyer and Bagby devoted time to the 
discussion of the physical possibilities at York in the inter- 
change of traffic to show that there was no obstacle except the 
Pennsylvania’s unwillingness. 


COMBINATION CONFERENCE FUTILE 


The Traffic World Washington Bureau 


A fruitless effort at compromise was made by the Commis- 
sion’s board on conference, October 13, in respect of schedules 
filed by the carriers, but suspended in I. and S. No. 2449, per- 
taining to the making of rates on lumber by combinations on the 
Ohio and Mississippi river crossings. The railroad men insisted 
that all they were trying to do, by means of the tariffs under 
suspension, was to obtain the benefit for themselves of the Com- 
mission’s various general advances in rates, and, at the same 
time, get rid of the rule for the making of rates by combination. 
They insisted that that was all the suspended schedules would 
do, while the lumbermen insisted that the schedules were but 
another device whereby the carriers hoped to deprive the ship- 
pers of the advantages the Commission had said, in I. and S. No. 
eos. 81 I. C. C. 745 and I. C. C. 93, 614, they were entitled to 
retain. 

The Commission, in those two reports, said it was all right 
for the carriers to get rid of the vexatious rule, brought into 
existence while the carriers were under federal control. How- 
ever, it said the carriers, if they desired to get rid of the rule, 
should publish joint through rates and limit them to reasonable 
routes. The carriers asserted that the shippers, by the use of 
the combination rule sent their shipments over “unauthorized” 
routes. The Commission, according to the lumbermen’s conten- 
tions, never authorized them to designate “authorized” and “un- 


authorized” routes except by the usual methods of tariff publi- 
cation. 


At the conference shippers asserted that several of the so- 
called “unauthorized” routes were the short ones. The carrier 
retort to that was that in every instance in which an “unauthor- 
ized” route was figured out it involved the employment of an 
unnecessary number of carriers, the effect of which was to 
spread the rates among so many railroads that not one of them 
received a reasonable sum for the service rendered. 

The members of the suspension board could not find a for- 
mula upon which they could obtain agreement by both sides, the 
shippers insisting that they wanted to be heard by the Commis- 
sion and point out to it that what the railroads were trying to 
do in the suspended tariffs was what they had tried to do in the 
schedules suspended in the earlier case and on which the Com- 
mission had stamped its disapproval. A. G. T. Moore, for the 
Southern Yellow Pine Association, one of the organizations that 
has fought every move on the part of the railroads to abolish the 
combination rule prior to the establishment of a full line of joint 
rates, said that the lumbermen would resort to the courts if the 
carriers did not recognize their right to use routes, that, under 
the tariffs, were open and subject to the making of rates by the 
use of the combination rule. 
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MEMPHIS, 
TENNESSEE 


The Logical Distribution Center for 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
CORPORATION 


Properties covering approximately 200 
acres. 

























10 miles standard railroad tracks on the 
property. 





We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 







Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 
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INTERCOASTAL SERVICE 


Regular Sailings to the; 


WEST COAST 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 















From From From , 

New York Baltimore Savannah 

OL Oct. 17 Oct. 23 Oct. -27 
Se Oct. 31 Nov. 6 Nov. 10 
I oe oar rein aaa aceusta Nov. 14 Nov. 20 Nov. 24 
BE astbin wine e-ara'e wwleins Nov. 28 Dec. 4 Dec. 8 
PETER KERR........... Dec. 12 Dec. 18 Dec. 22 
EASTERN KNIGHT...... Dec. 26 Jan. 1 Jan. 5 
MONTICELLO........... an, 9 Jan. 15 Jan. 19 
Po Jan. 23 Jan. 29 Feb. 2 

Pier No. 9, B. 


&o0O R., Locust Point, yg Md. 
Pier Ne. 6, New’ York Docks, Brooklyn, N. 


Through bills of lading issued to Hawaiian Islands, poe eM at 
Angeles Harbor without transfer charge, also te all ports of 


California, Oregon, Washington, British Columbia, Alaska and the 
Far East. 







Joint Service with 








HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
xxtTHURINGIA ....... Oct. 22. xx{WESTPHALIA ....Nov. 
x*DEUTSCHLAND ....Oct. 29 x*ALBERT BALLIN. .Nov. 
MONTPELIER ..... Nov. 5 xxtTHURINGA ........ Dec. 
xtCLEVELAND ...... Nov. 12 x*DEUTSCHLAND . "Dee. 10 


{Cabin and Third Cabin Passengers. *First, Second and Third 
Class. xxCalls at Cohn (Queenstown). xCalls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore and Hampton Roads) 







BALTIMORE TO BREMEN AND HAMBURG 


MONTPELIER (Hamburg only, via New York)........... Oct. 
LEGIE (via Hampton Roads) 









NORFOLK AND NEWPORT NEWS TO BREMEN 


NEW ORLEANS TO BREMEN AND HAMBURG 
AMASSIA.....cccrcccccccccccccccccccces -Second half of October 


















ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg te LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Sisaiiecranten, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 


PITTSBURGH .....cccccccccsccvccccece 4128 Jenkins Arcade Bidg. 
coer cece cccccccccccceccececs 1003 Rockefeller Bldg. 


bineeweeeosheeerosenweee Te M. Born 


Peewee reeseseseseses 






aig ieaiswwainomedweaemaaee . Sprague & Son, Inc. 
I i vnis050040600%seneseneeerqeee “- joa 88. Ce. 
Se chard Meyer Ce. 
reer. Dichmann, Wilent 4 Pugh, Inc. 
He gue Levneeewesemomete Dichmann, Wright & Pugh, Ine, 


Wiudesin bev eeeneseesecan Columbia Pacific Shipping Co. 
id Christensen 
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J. D. Gowin has been appointed assistant general agent of 
the Missouri Pacific at Chicago. 

D. S. Lambeth has been made commercial agent of the 
Louisiana & Arkansas at Hope, Ark. 

F. H. Hisey has been appointed traffic manager of the 
Waco, Beaumont, Trinity & Sabine at Trinity, Tex. H. R. Saye 
has been appointed auditor at Trinity. 

W. B. Riddle has been made general eastern agent and 
assistant traffic manager of the Great Lakes Transit Corporation 
at New York. 

E. F. Menge has been appointed assistant general freight 
agent at Boone, Ia., of the Ft. Dodge, Des Moines & Southern. 

W. N. Agnew has been made general traffic manager of 
the Worthington Pump & Machinery Corporation at New York. 

W. P. Rudrow has been appointed freight traffic manager 
of the intercoastal lines of the United American Lines. H. C. 
Van Doorn has been made general freight agent. P. J. Fitz- 
gerald has been transferred from the Syracuse office, which will 
be closed, to Cleveland, O. J. M. Tuttle has been made division 
freight agent at Chicago. Oakland has been added as a Pacific 
Coast terminal in the intercoastal service. Christian J. Beck, 
vice-president of the United American Lines, announced that the 
port of Baltimore, instead of New York, was to be featured. 

S. E. P. Davis has been appointed assistant to the vice- 
president in charge of solicitation at Boston, New York, Phila- 
delphia, Baltimore, Pittsburgh, Cincinnati and Detroit terri- 
tories, for the Norfolk Southern. 

George W. Baker has been appointed traveling freight agent 
of the Nickel Plate at New Orleans. 

Percy W. Whatmough has been appointed traffic manager 
of the newly established southern division of the Cunard and 
Anchor steamship lines, with headquarters at Atlanta. 

The baseball team representing the Pennsylvania won from 
the New York Central’s team at Rochester, N. Y., October 6, 
and claimed the championship of the railroad baseball world. 
A dinner was held at the Hotel Seneca following the game and 
was attended by the teams and officials of both roads. Presi- 
dent P. E. Crowley of the New York Central, President W. W. 
Atterbury of the Pennsylvania and L. F. Loree, president of the 
Delaware & Hudson, attended the game and dinner and were 
speakers at the latter. 

S. G. Lutz, chief traffic officer of the Chicago & Alton, 
broadcasted a four-minute railroad talk, the evening of October 
15, over W.G.E.S., under the auspices of the Illinois Products 
Show. 

W. J. Mathey has been appointed assistant general freight 
agent of the Erie at New York. O. M. Meyne has been made 
chief of tariff bureau at New York. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kansas City held a luncheon and meet- 
ing October 13. Felix Renick, head of the lecture staff of the 
National Institute, Inc., New York, spoke on “Visualization in 
Business.” The club held a golf tournament at the Milburn 
Golf and Country Club October 16, 











The Michigan Traffic Golf Association was organized at 
the Lansing Country Club August 11 by railroad and industrial 
traffic men of the state. The following officers were elected: 
President, C. M. Booth, freight traffic manager, Pere Marquette; 
vice-president, G. A. Main, traffic manager, Cadillac Motor Car 
Company, and secretary-treasurer, H. E. McGiveron, traffic man- 
ager, Motor Wheel Corporation, Lansing. The club held a two- 
day tournament at the Battle Creek Country Club, October 6 
and 7, which was participated in by about eight railroad offi- 
cials, industrial officials and traffic managers. 





The York Traffic Club held its regular meeting October 15. 
P. F. Guerke, chief of traffic bureau, board of harbor commis- 


sioners, Wilmington, Del., spoke on “The Port of Wilmington, 
a New Outlet to the Sea.” 





The Transportation Club of St. Paul held a luncheon and ' 


meeting October 13. J. C. Rankine, superintendent of tele- 
graph, Great Northern, spoke. 





The Traffic Club of Minneapolis held its “Northern Pacific 
Day” October 15. President Charles Donnelly, Northern Pa- 
cific, spoke. A program of orchestra music was given and the 
“N. P. Girls’ Sextette” gave several numbers. 





The Traffic Study Club of Akron will meet at the Chamber 
of Commerce rooms October 19. 





The Pacific Traffic Association met at the Palace Hotel, 
San Francisco, October 13. S. P. Friselle, chairman of the agri- 
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cultural committee, the Fresno County Chamber of Commerce, 
spoke on the cotton industry of California. Norman B. Liver- 
more gave an illustrated lecture on “Travel and Big Game in 
Abyssinia.” 





The Traffic Club of Houston, the Norfolk-Portsmouth Traf- 
fic Club, the Traffic Club of Sioux City and the Baltimore Traffic 
Club have ratified the resolutions adopted by the Associated 
Traffic Clubs of America at Kansas City, demanding repeal of 
the Hoch-Smith resolution. This makes a total of 40. 





The Capital District Traffic Association held its first meet- 
ing of the fall season at the Hampton Hotel, Albany, N. Y., 
October 1. C. S. Colvin, superintendent, the American Railway 
Express Company at Albany, Judge Daniel J. Prior and Roy 
Smith, executive manager, the Albany Chamber of Commerce, 
were the speakers. 





The Industrial Traffic Club of the Niagara Frontier held 
its regular meeting October 12 and voted to change its name to 
“Niagara Frontier Industrial Traffic League.” The change was 
made because it was felt the old name did not clearly express 


the aims and purposes of the organization, which is not a 
“club.” 





The Marion Traffic Club will hold its first dinner of the 
season at the Harding Hotel October 22. John W. Clark, assist- 
ant traffic manager, the Big Four, will be the speaker. 





The Savannah Traffic Club held its regular meeting and a 
luncheon in honor of the officials and members of the operating 
department of the Seaboard Air Line, recently removed from 
Norfolk, Va., to Savannah, October 12, at the Hotel Savannah. 





The Traffic Club of Jefferson City, Mo., has been organized 
by the shippers of Jefferson City. D. M. Oberman, president 
of the Oberman Industries, was elected president. Other offi- 
cers were elected as follows: Vice-president, Charles Tweedie; 
treasurer, O. C. Botz, and secretary, Curtis Morrow. 





The Charlotte (N. C.) Traffic Club was organized by ship- 
pers’ representatives and railroad traffic men October 2. The 
newly formed club met October 16 to consider its constitution 
and by-laws and to perfect details of organization. C. D. Turner 
of the McClaren Rubber Company was elected president. 





The Transportation Club of Toronto met at the Carls-Rite 
Hotel October 13. John G. Kent, general manager, the Canadian 
National Exposition, spoke on problems in connection with con- 
ducting and preparing the exposition. 





The Shreveport Traffic Club held its “Louisiana & Arkansas 
Day” October 10. A party of about one hundred members and 
civic officials traveled aboard a special train to the Minden, 
La., shops of the L. & A., where there was a tour of inspection 
and a luncheon for the club. Congressman J. N. Sandlin and 
Mayor L. E. Thomas of Shreveport; C. G. Lundy, vice-president 
the L. & A., and B. S. Atkinson, traffic manager of the road at 
Texarkana, were the speakers. The club will hold its “Con- 
vention Day” October 19, when the delegates to the Louisville 


meeting of the Associated Traffic Clubs of America will make 
their reports. 





_The Traffic Club of Utica, at its regular meeting October 13, 
ratified the resolution with regard to the regulation of motor 


carriers adopted at the Louisville meeting of the Associated 
Traffic Clubs of America. 





The Traffic Club of Kansas City nominating committee has 
named the following list of officers: For president, F. W. 
Sobotta, D. F. R., the Pennsylvania; vice-presidents, A. W. 
Mackie, manager, the Combustion Equipment Company, and 
F. E. Rownd, C. A., the St. Louis-Southwestern, and secretary- 
treasurer, A. A. Luttrell, C. F. A., the Chicago & Alton. For 
directors the following have been nominated: H. W. McKee, 
T. M., the American Asphalt Roofing Corporation; R. E. 
Crowley, A. T. M., Peet Brothers Manufacturing Company; A. C. 
Burrows, G. A., passenger department, the New York Central, 
and P. J. Rose, S. F. A., the St. Louis-San Francisco. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
30,437 cars the week ended October 10, as compared with 32,324 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 8,539 cars; cantaloupes, 39 cars; cabbage, 1,552 cars; cauli- 
flower, 105 cars; celery, 418 cars; cucumbers, 17 cars; grapes, 7,533 
ears; grapefruit, 57 cars; lemons, 123 cars; lettuce, 595 cars; miscel- 
laneous melons, 125 cars; mixed citrus fruits, 4 cars; mixed deciduous 
fruits, 61 cars; mixed vegetables, 542 cars; onions, 986 cars; oranges, 
229 cars; peaches, 112 cars; peppers, 52 cars; pears, 927 cars; plums 
and prunes, 18 cars; spinach, 17 cars; string beans, 60 cars; sweet 


potatoes, 778 cars; tomatoes, 596 cars; watermelons, 17 cars; potatoes, 
6,940 cars. 


| ll 
—— 
. 
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A 100% Truck Tire 
Sold in a More Satisfactory Way 


Near you is a new type of tire merchant 
who not only sells an unusually good truck 
tire, but who does business in a way you 
will like. He is called the Federal Author- 
ized Sales Agent and has both the experi- 
ence and facilities to serve you well. 


But of more importance is the fact that he 
actually does do everything in his power to 
satisfy you down to the last detail. The 
words “Extra Service” on the sign over his 
door mean exactly that. Here at last is a 
tire and dealer that never disappoint. 


Before you buy your next tire meet the 
Federal Authorized Sales Agent and exam- 
ine the big, broad anti-skid Federal Double 
Blue Pennant Truck Cord Tire designed es- 
pecially for you. 








Wherever Federal Tires are sold 
you will see the sign above. 


STUTITTOUTHRs _ aH ONOUVEQHUDUONOQUNOCVQ0SUON0U0NOQNOQUQUGGovuoeooseussecen(QQUQGQUQOCOQUORNQQAKUNQQQQUGAQOOOQAUUEOOQQUVOQODIVEOOQOONCQOUOEOOOQQUCCEOQUUCEOONEQUEOUOOCOOOOAOOGUOCOGOTIOREULUILUOTERSEED 












Shipping Into 
THE SOUTHWEST 


OR 
Shipping Out of 


THE SOUTHWEST 


“Ghe 


Port of Houston” 















IFTY miles more of water rates— 

either way—ample facilities for 
Me) handling merchandise, for switching, 
for storing. 





Seventeen railroads radiating to and from 
every point in Texas and affording excep- 
tionally low rates. These are the things 
that make 


“Ghe 


Port of Houston” 


the logical port of entry or point of depar- 
ture for the manufacturer who seeks SPEED 
and ECONOMY in transportation. 












The entire story is told graphically, in 
picture and in text, in “PORT HOUSTON,” 
the official organ of the port commission. 


The story of low rates is told in TARIFF 
FORM in “HOUSTON FREIGHT RATE 
BOOK NUMBER ONE.” 












Both of these books are FREE to traffic 
executives and other interested persons. 


+ a 
Address 


THE DIRECTOR of the PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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THE SHIPPING BOARD PROBLEM 


The Trafic World Washington Bureau 


Chairman O’Connor, of the Shipping Board, has advised 
President Crowley, of the Fleet Corporation, that the board in- 
tends to adhere to the policy of investing ample powers in a 
single executive for the operation of the government fleet. In 
a communication to the new president, the chairman said: 


Referring to resolution of the United States Shipping Board, of 
October 1, 1925, as stated therein, the power and authority vested in 
the Shipping Board by the merchant marine act of 1920 shall until 
otherwise ordered by the Board be exercised by it through the United 
States Shipping Board Emergency Fleet Corporation to the extent 
and in the manner enumerated in said resolution, it being the inten- 
tion thereunder to adhere to the policy of investing ample powers in 
a single executive for the operation of the government fleet. 

To avoid any confusion, the subordinates of the Emergency Fleet 
Corporation engaged in the operation of the government ships will 
continue to report to the President of the Emergency Fleet Corpora- 
tion, who will be held responsible to the Shipping Board. 


S. P. Fullinwider, retired commander of the navy, who 
served as an assistant to former President Palmer, has resigned. 





ELMER E. CROWLEY 
New President of the Emergency Fleet Corporation. 


He said he came into office under Palmer and that, naturally, 
he felt he should retire when Palmer stepped out. He also 
said he concurred in the statement of H. I. Cone, former gen- 
eral manager, who said he could not serve an organization that 
defied the President of the United States. 

President Coolidge, facing, for the present, a Shipping Board 
with a majority apparently determined to show him what the 
majority thinks is his place with relation to the board’s activ- 
ities, has decided to find out what authority the President has 
under the law and the Constitution with reference to the opera- 
tion of the government merchant marine, and then to execute 
that authority. The President is greatly displeased with the 
board for having rescinded resolutions that delegated certain 
authority to the Fleet Corporation and for having discharged 
Leigh C. Palmer as president of the Fleet Corporation. 


The President, according to a White House spokesman, does 
not know that he could’say anything at this time that would be 
helpful. He thinks that, perhaps, it might be fitting for him, in 
view of the fact that he made a speech at Omaha on toleration, 
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to apply the principle of toleration in connection with the action 
of the board in acting contrary to his wishes with respect to 
operation of the government fleet. The President does not know 
just what his authority is with reference to the board and is, 
therefore, going to find out. 

Commenting on the action of the board appointing Elmer E. 
Crowley head of the Fleet Corporation, a spokesman for the 
President said the President thought it strange that Crowley 
took the position, without finding out whether his acceptance 
would be agreeable to the President. That procedure, it was 
said, would have been in accord with the usual practice in such 
matters. The President did not wish to be understood as criticiz- 
ing Crowley’s ability or fitness for the place. It was explained 
that the President had called H. G. Dalton, of Cleveland, to make 
an inquiry into the shipping situation, and that he had under- 
stood in a conference with Chairman O’Connor, Commissioner 
Benson and Admiral Palmer that the selection of Mr. Dalton for 
the purpose indicated was agreeable to those officials. The Pres- 
ident rather expected that the board would, at least, do him the 
courtesy of deferring action with respect to Mr. Palmer until Mr. 
Dalton had completed his inquiry. Mr. Dalton, the President 
thinks, may yet be able to submit recommendations for improve- 
ment in the board’s shipping affairs. 

A successor to Commissioner Thompson, of the Shipping 
Board, whose resignation is effective November 1, will be ap- 
pointed by President Coolidge after the effective date of the 
resignation, a spokesman for the President said October 13. 
Whether or not the appointment would be made before the be- 
ginning of the coming session of Congress was not indicated. 
The President has received several letters on the subject and a 
recommendation from Senator Harris, of Georgia. The identity 
of the man recommended by the senator was not disclosed. 

Mr. Dalton began his investigation of Shipping Board af- 
fairs October 13. He held a long conference with Chairman 
O’Connor and later conferred with all the members of the board. 
He first conferred with President Coolidge at the White House. 
He said he would have nothing to say until he had submitted his 
report to the President. Board members said they would co- 
operate with Mr. Dalton in his inquiry. 


SHIPPING BOARD AFFAIRS 


The Shipping Board has rejected a request of the War 
Department that the American Legion and the Southern Cross, 
vessels used by the Pan America Line, be transferred to the 
department for use as transports. The board said transfer of 
the vessels would disrupt the service of the Pan America Line. 
It offered the department two ex-German passenger vessels, 
the Agamemnon and the Mount Vernon, now tied up. 

President Crowley of the Fleet Corporation has appointed 
George K. Nichols, who has been with the corporation for sev- 
eral years, as assistant to the president. Mr. Nichols will as- 
sume some of the duties of former General Manager Cone. 

Vice-Chairman Plummer announced that the board’s per- 
sonnel committee would direct its attention to employes re- 
ceiving $3,500 or more a year and that the intention was to 
eliminate a number of employes, reduce salaries of others, and 
combine functions now exercised by two or more officials. 


OCEAN FREIGHT RATES HIGHER 


The Trafic World New York Bureau 


The tendency toward firmness in full cargo rates noted last 
week was continued this week, with the result that grain gen- 
erally was one-half to one cent per 100 pounds higher. Charter- 
ers were reluctant to meet the increases, but as shipowners held 
out for higher figures the market gradually strengthened. No 
sharp advance is expected but the outlook is for firmer rates for 
the next two months at least. 

The grain market showed a sustained demand for space 
from Montreal to Continental ports for October and November 
loading. The volume of fixtures was slighily larger than the 
preceding week. Rates generally were around 14% to 15 cents 
a 100 pounds from Montreal to the Continent for heavy grain, 
with one to two cents more for barley and oats. The Mediter- 
ranean demand was comparatively light, with rates about 17 
cents from Atlantic ports and 18% cents from Montreal. 

‘Coal business was more active than for several weeks, with 
fixtures at $4.25 a ton from Hampton Roads to the River Plate 
and $4 to Rio de Janiero. The sugar trade was quiet, though 
shipowners advanced their quotations from 16 to 17 shillings a 
ton from Cuba to the United Kingdom. 

Several changes in rates were made by steamship confer- 
ences on regular liners. Chain blocks to Karachi, Bombay, Co- 
lombo and Calcutta were fixed at $12 a ton, and to Rangoon and 
Madras $14. Additional changes in the Far East trade, made at 
the Chicago meeting, have been made public. The rate on scrap 
brass and copper from Pacific ports, local and overland, when 
compressed to 50 cubic feet from 2,000 pounds, is $7.50 a ton, 
with 10 cents a foot extra when the measurement exceeds 50 
cubic feet. Catsup and table sauces have been added to the 
canned goods tariff of $12 a ton weight or measurement. In the 
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LEASE TANK CARS 


Record Breaking Fuel Oil Movement Predicted 
Protect Your Requirements 


Laem 


: Tank Cars for All Classes of 1 Liquid Freight Now Available 
- Attractive Terms on Time Contracts 


PENNSYLVANIA TANK LINE 


r SHARON, PA. 
:, 25 West 43rd St. ee Central Trust Le ne Station Second National Bank Bldg. Central National Bank Bldg. 
e New York City t. Louis, Missouri City, Kansas Houston, Texas Tulsa, Oklahoma 
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. ROUTE RAILWAY ROUTE 
: THREE FAST MANIFEST TRAINS 


Leave KANSAS CITY Daily 





om MANIFEST SPECIAL _ TRAIN 55 TRAIN 51 
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rap We operate 32 switch engines in Kansas City, insuring prompt forwarding of all traffic same day received. 
hen CUT THIS OUT _ ready reference in routing your traffic. 
oe H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice President 
the Kansas City, Mo. Kansas City, Mo. 
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Brazil conference, asphalt has been added to the list taking a 
surcharge of $1.50 at Santos and $1 at Rio. 

As the expiration date of the so-called seasonal rates on 
canned goods, beans and dried fruit from the Pacific coast to the 
north Atlantic approaches the shippers are beginning to call for 
the 1926 tariff as a basis for future sales, and this has aroused 
greater speculation on the possibility of advances in these items. 
Hops and wool also are mentioned in the same category. Ac- 
cording to proponents of the increases, the shippers of these 
commodities are not averse to advances for the reason that their 
traffic would not then be considered less desirable than lumber. 
fee lumber at $15, general cargo space has been difficult to 
obtain. 

Opposition to the raises is anticipated, however, from at 
least one member line, though the chances for advances are con- 
sidered better this year than last. Some of the increases now 
being put forward are: Canned goods and beans, 40 cents to 50 
cents; dried fruit, 50 to 55, or possibly 60 cents; wool and hops, 
$1 to $1.25. The question is considered of great importance be- 
cause of the volume of these commodities carried by the inter- 
coastal lines and because of its close relation to the Pacific 
Coast-European rate structure. 

Important changes in Oriental rates from Pacific Coast ports, 
as determined at the joint meeting of the Pacific Westbound 
Conference and North Atlantic Far East Conference at Chicago, 
as reported to member lines here, include: Reductions in un- 
manufactured tobacco, in cases, from $12 to $8.70 and in acetate 
of lime from $7 to $6, and increases in motorcycles from $10 to 
$11, cotton thread from $11 to’®$12, printing paper from $8 to $10, 
dry glue from $8 to $10, carbon black from $9 to $10.75, safes 
from $10 to $12 and springs $9 to $10. A number of new items 
were placed in the tariff. 

Hereafter meetings of the Pacific Coast committee of the 
Intercoastal Conference are to be held on the second Wednesday 
in each month instead of twice monthly, according to J. P. Wil- 
liams, secretary. This change is due to the fact that the tariffs 
have been regulated so that only a few requests for changes are 
coming in. Special meetings will be called for the consideration 
of urgent matters. A new eastbound rate of 65 cents carload, 
and 95 cents less carload, has been fixed, effective October 1. 
on flaxseed and flaxseed meal, in bags. At a recent meeting the 
rate on cranberries, westbound, was changed from $1.50 any 
quantity to $1.30, any quantity, per 100 pounds, effective Sep- 
tember 15. 

An upward trend in westbound trans-Pacific freights is an- 
ticipated by western steamship lines in view of the fact that 
Japanese shipowners are seeking higher cargo rates and that the 
trade is no longer overtonnaged. 

Recent gains of 35 per cent made by the port of Philadelphia 
in volume of both east and westbound traffic are ascribed to the 
absorption by the railroads entering the port of the handling 
charges on all intercoastal cargo taking a rate of nine cents or 
more per 100 pounds. 

Importers will strive this winter to have the anti-dumping 
laws modified to meet existing conditions, it was announced at a 
meeting of the board of directors of the National Council of 
American Importers and Traders, Inc., held in New York. The 
opinion was advanced by experts attending this meeting that the 
anti-dumping law was primarily enacted to meet a situation 
which obtained immediately following the war. This situation, 
it was declared, has ceased to exist. The customs committee of 
the import council is to undertake a thorough study of this sub- 
ject so as to be prepared when Congress takes up the admini- 
strative features of the tariff. 

At a meeting of the Atlantic-Far East Conference it was 
agreed that, effective January 1, the first class liner rate on cot- 
ton from Atlantic and Gulf ports to Shanghai, which is open, 
shall be 2% cents per hundred pounds above the rate to Yoko- 
hama, Kobe, Hong Kong, Singapore and Manila, which is equiv- 
alent to the present differential of 50 cents per ton. Under this 
agreement the cotton rate of 1926 will be 8214 cents on standard 
compressed and 67% cents on high density cotton, while the 
rates to Yokohama, Kobe, Hong Kong, Singapore and Manila will 
be 80 cents and 67 cents respectively. On second class ships the 
rates will be 2% cents less and on tramp ships 5 cents less, these 
being governed by insurance rates. 

Tsingtao has been added to the list of Far East cotton ports 
on recommendation of the Gulf Lines, with an arbitrary of 20 


cents over base rates on direct calls and 40 cents on trans- 
shipments. 


STATUS OF WORLD PORTS 


An analysis of navigation statistics by Boris Stern, of the 
division of statistical research of the Department of Commerce, 
shows that, in 1923, the port of New York headed the list of the 
world’s ten principal ports as it did in 1913, that most of the 
European ports had, in 1923, recovered their pre-war volume of 
business, and that Hamburg, in particular, has shown a remark- 
able recovery of activity since 1919. Explaining detailed statis- 
tics compiled in connection with the analysis, Mr. Stern says: 


For practically all the European ports, the 1919 figures are con- 
siderably lower than those for 1913—thus showing unmistakably the 
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effects of the war. That these effects, however, have not been lasting, 
can be seen by the fact that the figures for 1923 are reasonably close to 
those for 1913, and in some cases larger. During the five years after 
the war most European ports recovered their pre-war volume of 
business—and in the case of London, Southhampton, and Hamburg 
surpassed it. Hamburg, in particular, has shown a remarkable re- 
covery of activity since 1919. 

A rapid and steady growth in port activities has been shown by 
Japan, the United States, Cuba, and Hongkong. In Japan, the port of 
Osaka showed, in 1923, total clearances nearly seven times as great 
as in 1913, and Kobe increased its shipping by over 65 per cent. The 
gains for these ports and for Yokohama have been rather gradual 
from year to year and therefore will probably be permanent. 

In the United States, the largest increases have been made by the 
port of New York and amount to more than 25 per cent for both 
entrances and clearances. In contrast with New York, Philadelphia 
shows only a very minor increase in total entrances and an actual 
decrease in clearances. Boston has had a substantial increase in 
total entrances and a small advance in total clearances. In_ the 
South, the two principal ports, New Orleans and Galveston, have 
also made rapid strides. New Orleans is now second port in the 
United States so far as entrances and clearances are concerned, 
while Galveston has shown proportionately a larger increase than 
any other American port. ; . 

The other important ports which have shown most significant in- 
creases are Habana, Hongkong, and Batavia. 


The ranking of the 10 principal ports of the world in 1913 and in 
1923 follows: 


World’s 10 principal ports: Total entrances and clearances combined 


Millions Millions 
of net of net 

registered registered 
Port— 19138 tons Port— 1923 tons 
CR 28.9 Ce: 37.3 
NS ee nee 28.6 ee er eer 35.7 
eee 25.4 EE, Aiatecchic cess s 4ssarg 31.3 
EO 25.3 BIE 5 pale -ocaceieiece eacernie 30.9 
MI cone oie) 6s0'6.-as orca soror dee 25.1 ee 29.6 
eee ee 24.8 OO Er ree 24.7 
ee 24.5 TO rr 24.7 
MD | arais reser ds/eg7awulerae 19.6 NEN. oc crew acco clecncies 22.4 
MS na. & aiscerore' «1a, ereraiers 18.0 EE a Ee ene 22.0 
ee eee 17.2 ee ers 20.5 


VOLUME OF CARGO TONNAGE 


The volume of water-borne cargo tonnage arriving at United 
States ports in the fiscal year ended June 30, 1925, was 1,725,000 
tons less than the receipts of the previous fiscal year, according 
to advance extracts from surveys of marine activities in prepara- 
ration by the Bureau of Research of the Shipping Board. The 
board says: 


This must not, however, be considered as indicating a decline in 
our general foreign import trade, as owing to increased domestic 
production of crude petroleum the decrease in import of Mexican oil 
alone was 275,000 tons greater than the total import tonnage deficit 
of the year. The volume of Canadian grain received at Great Lakes 
ports was 1,620,000 tons less than in the previous year, owing to the 
diversion to the St. Lawrence channel of a portion of the tonnage 
formerly routed through United States ports on the Great Lakes and 
the Atlantic coast to European destinations. 

With this decrease of 3,620,000 tons in the oil and grain move- 
ments alone, and a net decline of 1,725,000 tons in total inbound ton- 
nage, it is apparent that substantial gains occurred in other imports. 
Among these gains it is noted that the import tonnage from European 
countries increased 337,000 tons, West Indian imports increased 800,000 
tons, South America shows an increase of 334,000 tons, Central 


America 110,000 tons, Africa 96,000 tons and other far eastern coun- 
tries 200,000 tons. 


BENSON URGES MORE SHIP BUILDING 


The Traffic World New York Bureau 


Declaring this nation is not a 5-5-3 basis in naval armament 
and holding it absurd to think so, Rear Admiral William S. Ben- 
son, Shipping Board Commissioner, in a talk to members of the 
Propeller Club in New York, urged that the government build up 
to the 5-5-3 ratio by constructing enough merchant tonnage which 
could be used as naval auxiliaries in case of war. 

“The government could do nothing better in its desire to 
economize in national defense than by building a fleet of vessels 
which not only would serve as an important adjunct to the navy 
in time of need but would build up a merchant marine, which 
used in commercial pursuits would be good business.” 

The admiral said also that he was in favor of the govern- 
ment immediately building two large fast motor-driven passenger 
liners of the George Washington type to help stabilize the pres- 
ent unbalanced fleet of the United States Lines in its north At- 
lantic passenger service. “While I for one do not believe that 
all future wars will be won in the air, I believe that these pas- 
senger ships in case of war could be used as airplane carriers.” 

Another point that Admiral Benson made was as to the fu- 
ture trade routes of the merchant marine. “I favor the construc- 
tion of modern cargo vessels of motor propulsion of not less than 
fourteen knots, the ships to be especially built for the trade 
routes on which they are to be maintained. 

“T am convinced that the future expansion of the American 
merchant marine lies in the Far East, South America, South 
Africa and Australia and earnestly urge that these trades be 
built up. By employing motor driven freighters in these services 
it will be possible to operate them more economically than steam 
and they will be able to carry enough fuel to make the round 
trip on a long voyage without fueling. In the event of having to 
refuel the vessels could pick up oil in some out.of the way port 
cheaply.” 

Admiral Benson urged that the Shipping Board be let alone 
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EM MERIDITH CO. 


Warehouse 
@ DISTRIBUTORS 
72 Mase. cars loaded 
every 24 hours for shipment 
over 16 different routes~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 





Merchandise Storage and Pool Car 
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CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 











WE STORE AND DISTRIBUTE | Oi LLOy-Ne1®) 


For the Great Calumet District 


amare raceme g| J09. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 
The Great Lakes Warehouse Corp. 


Teaming of Every Descript Service 
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PHILADELPHIA, PA. 








Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


ALBANY, 8. 
WARNER WAREHOUSE CO. Albany is the natural distributing point for New 


York and New England. Splendid warehouse 
Merchandise Storage and Distribution facilities for every need. Direct track connec- 


New York Central Siding—Free Switching—Pool Car tions with all railroads running into Albany. 
Distribution—Negotiable Warehouse Receipts Issued. 
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DENVER, COLORADO [~ | 
Kennicott-Patterson Transfer Co. DENVER, COLORADO 


STORAGE AND DISTRIBUTION OF 
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Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


Kedney Warehouse Co. 
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in the DISTRIBUTION of 
ae” eed eye T, Negotiable Warehouse 
Receipts Issued. The Weicker Transfer & Storage Company. 


BUVLOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 





Trucking—Distributing 

Storage — Forwarding 
|| TRUCKING LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 


THE NEW NICOLLET HOTEL 


MINNEAPOLIS 


The Northwest's finest hotel. 600 Rooms with bath or 
connecting. Every room an outside room. Largest and 
finest ballroom in Northwest. 
Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 

59 Rooms at $2.00 257 Rooms at $3.50 


JACKSONVILLE, FLA.|| ion gg)e™ [Gite 


Suites and Special Rooms at $6.00 to $9.00 
WIESENFELD WAREHOUSE COMPANY MAIN DINING ROOM—COFFEE SHOP 
eee distribution. MUSIC and DANCING by the FAMOUS Osborn Orchestra 


References: Any jobber, banker Umi ete eee, 
DEEP WATER AND RAIL CONNECTIONS 


3 Blocks from both Depots, Retail Center and Wholesale Center 
Under Management Geo. L. Crocker 
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so that it could function properly. “I am not on the board for 
the job,” he said, “but merely remain to carry out some ideas, 
such as the Dieselization of the federal merchant ships, which I 
believe to be conducive to the best interests of American 
shipping.” 

Disclaiming any intention of advocating a direct subsidy or 
continued government operation of the merchant marine, Ad- 
miral Benson said the government must spend money on the 
development of trade routes and maintain them until the present 
shipping depression ends and they can be turned over to private 
owners. 

“If the government wishes to have a merchant marine in the 
present depressed condition of world trade,” he said, “it must 
bear the expense of new installations necessary to keep the ships 
abreast of foreign competition. It is almost impossible at present 
for a private shipping concern to maintain itself in foreign trade 
without aid from the government. I think, however, we should 
be careful in regard to how this aid is given. I do not believe in 
a ship subsidy. It seems to me that the government should pro- 
tect and at the same time promote the efficiency of shipping 
services. 

“I believe it is the duty of the Shipping Board to see that 
present trade routes are maintained so as to carry the surplus 
products of farm and factory to all parts of the world in Amer- 
ican ships. These routes must be maintained for some time by 
the government. I do not believe the government should con- 
tinue in the shipping business indefinitely. The lines should be 
gotten into private hands as quickly as possible.” 


DECLINES JAPANESE CLAIMS 


The Trafic World Washington Bureat 
The Shipping Board October 12 voted to decline claims of 
Japanese banks against the Emergency Fleet Corporation in the 
amount of $387,000 growing out of transactions relating to trans- 
portation of cargoes delivered to Takata & Company of Japan. 
The Admiral Oriental Line, managing operators for the 
Fleet Corporation, according to board officials, in the last fifteen 
months on various occasions, transported cargo for Takata & 
Co. When the cargo was delivered to the ships negotiable bills 
of lading were issued by the Admiral Oriental Line in the name 
of the United States of America. Takata & Co. was the con- 
signee named in the bills of lading. This concern would borrow 
against the bills of lading from different banks on bills of ex- 
change payable in Japan, who would take an assignment of 
negotiable bills of lading as collateral security for the repay- 
ment of the drafts or the bills of exchange. 
When cargo arrived in Japan it was the practice of Takata 
& Co. to obtain delivery of the cargo without producing bills of 
lading, it is said. The Admiral Oriental Line would consent to 
such delivery upon the delivery to them of guarantees made by 
a bank known as the Daini Bank, and Takata & Co. The extent 
of these commitments, it is said, was not discovered until the 
failure of Takata & Co. early last June. Immediate demands 
were made by the Admiral Oriental Line on the Daini Bank to 
make good on the guarantees. This they declined to do. The 


Admiral Oriental Line asked the Shipping Board to pay the lia- 
bilities to the holding banks. 


R. H. Hallett, of the legal department of the Fleet Corpora- 
tion, was sent to Japan to investigate. He recommended that 
the government should settle with the holding banks for the real 
values of the cargoes on which guarantees were given. Chaun- 
cey G. Parker, general counsel of the Fleet Corporation and 
Shipping Board, in an opinion also recommended settlement. 

Mr. Parker declared that the holding banks threatened suit 
in Japan and that as their claims were of a maritime character 
they might be pressed against Shipping Board ships so that it 


became important for the government to act speedily and if 
possible conclude settlements. 


Nevertheless, the board decided not to accept these recom- 
mendations and instead of making settlements to fight the claims 
of the Japanese banks in court. Board members were of the 
opinion that the proof of the value of the cargoes involved would 
be difficult and that the government would be in a better posi- 
tion as a defendant than as a complainant against the Admiral 
Oriental Line and the Daini Bank, in which event they would 
have to establish the value of the cargoes. 


INQUIRIES FOR SHIPS. 


Inquiries have been made at the Shipping Board by repre- 
sentatives of automobile manufacturers of Detroit with reference 
to the purchase of idle lake-type vessels owned by the board. 
It is understood that the manufacturers have under considera- 
tion plans for buying a number of the vessels and to put them 
in service between Detroit and foreign ports via the Welland 
canal and the St. Lawrence for the transportation of automobiles 
and auto parts. Cost studies are being made, it is understood, 
and final decision as to acquisition of the ships awaits deter- 
mination of whether or not the plan is practical. The Depart- 
ment of Commerce, it is understood, has been consulted by the 
automobile interests with reference to the proposal. The lake- 
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type ships, if not loaded too heavily, can pass through the Wel- 
land canal. 


FORD CONTRACT CLOSED 


Purchase by the Ford Motor Company of 200 lake-type ves- 
sels for scrapping has finally been concluded. The sale was 
made by the Shipping Board several months ago but the final 
details of the contract were not worked out until recently and 
the bond required of the company was not submitted to the 
board until this week. 


HOG ISLAND BIDS TOO LOW 


The Shipping Board has rejected the bids recently received 
for the Hog Island shipyard property at Philadelphia on the 
ground that the offers were too low. Negotiations will be en- 


tered into with the bidders to see whether better offers will be 
made. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following orders: 


Effective at once, parcel-post packages containing articles of 
merchandise sent to Turkey for commercial purposes, having a value 
of $10 or more, must be accompained by certificates of origin. 

The forms mentioned may be obtained from the Turkish repre- 
sentative, located at 709 Sixth Avenue, New York, N. Y., and must be 
completed by the shipper, who will swear to its authenticity before 
a notary public and then forward such document to the official named 
for appropriate visa. 

The charge for the visa of the certificate required will be $2.40 
regardless of the value of the goods or the number of packages in- 
cluded in one shipment. The invoice must be in the Turkish as well as 
the English language. 

The above should be added to the item “Turkey in Europe— 
Fag « A in Asia,’’ appearing on page 250 of the annual Postal Guide 
for 1925. 

This office is in receipt of information that seeds are prohibited 
importation in the parcel-post mails to Mexico unless accompanied 
by a certificate indicating that they have been fumigated in the 
presence of a Mexican zootecnia inspector for a period of 48 hours. 

The above should be added to the item ‘‘Mexico,’’ appearing on 
page 238 of the annual Postal Guide for 1925. 

Effective at once, the transit charges applicable to parcel-post 
packages addressed for delivery in Tunis are changed to read as fol- 
lows: 

S BOE FD POUUED qo sciences $0.28 


IIE 65 aserasecerecee echareverever $0.45 
EE aR ree 5 SII 6.65.0. ccninihy @ 0) once wie- 45 
ME aor oaco bs cisrweeseae Se ere 45 
ee skis ec anaseeecae Sa Ee re et 45 
MED. icccclnaorscncameneine 45 ee S| eee 15 
T PRM. o.ccctccrsicccoauces ‘ 


The above modifies the ite “Tunis,” appearing on page 204 of 
the annual Postal Guide for 1925. 
Effective at once, the transit charges applicable to parcels 


destined for delivery in French Equatorial Africa are changed to read 
as follows: 


TD MME BD DOUMED.. 2.0 cccccccess $0.41 


WE, aiden gceevevcre'erwrece eueceesta $0.88 
a Stes oresldhedier onunte 8 SED ods cs aenismarosiaies 88 
MI, ora Haieinteccoioctesmn- wees [ 2 eer ne oe 88 
SL 03:54 oiatera: « eioancisotwsesels -88 ee eererre aera 88 
0 ee eee a fee 1.67 
TE. cc cduusannasonneee -88 


The above modifies the item ‘‘French Equatorial Africa” 
(Oubangui-Chari and Tchad, Gabon and Moyen Congo), and the item 
“Gabon,”’ appearing on page 201 of the annual Postal Guide for 1925. 


TELEPHONE CONSOLIDATION 

The Bell Telephone Company of Pennsylvania and the Peo- 
ples Telephone Corporation, of Butler, Pa., have applied to the 
Commission for approval of sale to each other of certain tele- 
phone properties. The exchange of properties as proposed will 
eliminate duplication of telephone plants and service in Butler, 
Venango, Armstrong and Clarion counties, Pennsylvania, accord- 
ing to the application. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of the Railways of Canada for 
July, 1925: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 


July, 1925 July, 1924 June, 1925 
Tons Tons Tons 

Province 
Prince Edward Island.......... 7,212 6,318 6,937 
(OS EE 153,740 545,063 163,796 
New Brunswick .......c.eccccee 187,191 180,974 198,942 
MIE eegarere cia eisece beens nieinle mare aie 1,516,228 1,366,849 1,463,163 
RN a. star aine eermio arigpees-4.008. 90% 3,760,548 3,233,533 3,678,424 
pO ee, eee 393,525 292,144 323,810 
GRMMMUCNOWER. occ ccc ccccs ccc 274,235 463,977 235,073 
RE ees oS ea cniaco ties 409,464 473,799 367,553 
British Columbia. ....0s.ciccss 469,434 347,341 476,815 
Motel for Canada. ........+: 7,171,577 6,909,998 6,914,513 

Products 
eS De Ce ree 1,030,989 1,337,569 1,053,493 
EET, rab 4<da o wiles -e cinaeecaxe 294,599 292,7 274,639 
I: Sladicararrts wi scctinarnia-aeiaeee na sier ener 2,590,114 2,426,532 2,261,126 
EE. crc. windhaviasrashaewadw aes eae 1,187,322 1,066,245 1,205,894 
Manufactures and Miscellaneous 2,068,553 1,786,909 2,119,361 
GUE IE croc cscs ccceses 7,171,577 6,909,998 6,914,513 
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ROCHESTER, N. Y. | | PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 

To —HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
November 
December 5 
December 26 
aie regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 
Balboa and Cristobal (Panama). 
Trans Shipment at Panama for South American and European Ports. 





- B.R.& P. WARE_H 





OFFICES 
2 Pine Street, San Francisco, Ca 
10 Hanover Sq., mee York, N.Y. 606 Central ine. Los Angeles, Cal. 


GENERAL MERCHANDISE STORAGE 


Distribution Southern Steamship Company 


The only modern Merchandise Warehouse fully OPERATING FAST FREIGHT SERVICE 
a = — located in the BETWEEN 
ity of Rochester. ‘“ . 
canine dealin, Philadelphia, Pa., and Houston, Tex. 
SAILINGS: 
Located on private siding of the Buffalo, Rochester FROM PHILADELPHIA EVERY WEDNESDAY 
& Pittsburgh Railway, enjoying switching at FROM HOUSTON EVERY MONDAY 


flat Rochester rate with all steam roads. 
Low Rates Quick Dispatch Thru Package Cars 


B. R. & P. Warehouse, Ine., ®°st¢ste= GENERAL OFFICES: 


N. Y. 321 Commercial Trust Bldg., PHILADELPHIA, PA. 








SOO TERMINAL WAREHOUSE 


Storage and Distribution of 


CHICAGO, ILL. 


Location—Geographically in the 
heart of Chicago. Ground floor 













MERCHANDISE space for lease in large or small 
Without Cartage Charges blocks to desirable tenants. 
Write to Us and Learn About Fire-Proof—40 Car Siding— 
“THE ECONOMICAL WAY” 


Free Switching 





Make this Mammoth Plant 


Your Chicago Warehouse 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 

“At the the Edge of Loop” | WILSON V. LITTLE, Sept 






Merchandise Storage | ~ : oe . eae a‘ OFFICES TO RENT 
Pool Car Distribution re a 2a so ee CONTINENTAL 


Low Insurance Rate erence te ee WAREHOUSE CO. 


2201-35 So. La Salle St. 
CHICAGO, ILL. 


MERCHANTS WAREHOUSE COMPANY 


Merchandise and New Automobile Storage 


At Your Service 
















POOL CAR DISTRIBUTION LOW INSURANCE RATES 
Write Us for Information and Rates 
South Front, Florida and Georgia Sts. MEMPHIS, TENN. 


MEMBER—AMERICAN WAREHOUSEMEN’S ASSN. 
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Loaded 
at Sta- 
tions in 
Canada 
Commodities Tons 
Wheat 
Corn 
Oats 
Barley 
PERS Se ee ere 
ax 
Other Grain 
Flour 





Other Mill Products... ae . 
Hay and Straw........ wwe 39,408 
ED. Wa. Jtxe cece sess ee 346 
pe OE errr 403 
Crner Pratt CHGS) ....ccccccces 2,628 
errr 7,284 
Other Fresh Vegetables......... 2,969 
Other Agricultural Products.... 6,118 
RPG en cdweene eeecceniceews 815,998 
EE crete keabvrekdenesonacmen 6,441 
Cattle and Calves 59,313 
DE Si wirhecencneceeee ks wd 2,540 
I eee ee eye eee oa 29,762 
Dressed Meats (fresh) 6,342 
Dressed Meats (cured or salted) 11,487 
Other Packing House Products. 4,767 
DEED ccchistwe saekeed ws buedeee 43 
BED s6eticicbnenecweedeebonenewes 1,167 
weeeee GRE CROGKS. <..ccccccececes 20,389 
. aS 4,693 
BIIGOS OH LGU occ ccccccccace 5,707 
Other Animal Products.......... 3,523 
MES <vnuneereceevesececdeus 156,174 
| er 25,127 
Be | ee 314,639 
ED EAR hc cvitecscveccescencee 13,013 
| eee eee 19,346 
PE adi ctmndadem en enene ese 3,562 
Other Ores and Concentrates... 182,550 
Base Bullion and Matte........ 4,521 


Clay, Gravel, Sand, Stone (crsh.) 619, 585 
Slate—Dimension or Block Stone 12) 730 


CHUGS  POCPOIOUE. ccccccescsceces 3/338 
EEE, er ekdne nes eee eevawnnee 23,957 
etl ian ance aiatdcaa ote Swe a sieewras 12,077 
Other Mine Products............ 44,582 
MRED sesinedeuvsunercoeendess 1,279,027 
' ‘ 
Logs, Posts, Poles, Cordwood... 207,288 
SII a) ch caaates'gr ota alain wares dso asergeaerene 17,867 
0 ee ee eee eee 304,551 
Lumber, Timber, Box Shooks- 
Staves, Heading............ 494,011 


Other Forest Products.......... 44,379 


Cee eet eee ee eereeeeees 


Refined Petroleum and its prods. 116,127 


cad tedeweidcudiebwidaeeon 26,966 
TOT, Die ONE WIOOM. oc cccccccce 14,494 
Rails and Fastenings............ 6,044 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe.......... 34,871 
Castings, Machinery and Boilers 14,538 
REEL. dceu euenetauah sOewees ase 147,570 
Brick and Artificial Stone...... 81,037 
BG GI Pein cdcdccccccveve 40,595 
Sewer Pipe and Drain Tile..... 9,342 
Agricultural Implements and 

Vehicles other than Autos.. 21,582 
Automobiles and Auto Trucks... 13,311 
Hovusencld Goods. ..ccccccccccces 4,053 
INS ad saladlaeedee ees edteeares 3,828 
Liquor BG@Verages. ..cccsccccccce 22,977 
Fertilizers, all kinds............. 12,414 
Paper, Printed Matter, Books.. 107,012 
Wood ste 9 [ae See ee 98,255 
Fish (fresh, frozen, cured, etc.). 4,258 
CEE ENR osc ccccacccccceees 339 
Canned Goods (all canned Food 

Products other than Meat).. 12,656 
Other Manufactures & Miscel.. 285, "251 
PEED ov cee cccctconcccccees 238,408 

WE. Saheb ewbesscrancontewes 1,315,928 

CR DeE? DPE bas ocecccceees 4,635,223 

* Decrease, 


31,065 
MANUFACTURES AND MISCELLANEOUS 
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AGRICULTURAL PRODUCTS 


Originated 





Received 
from Foreign 
Connections Destined to 


Canadian 


Points 
Tons 
681 
5,526 
6,306 


vgs 
"200 
1,292 


3,619 
207 


10,950 


66,421 


"919 


21,534 


445,573 
425,086 
49,733 
64,487 
9908 


1,076,590 


542 
417 
1,421 


23,500 - 


5,185 


46,864 
3,082 
4,161 

921 


33,734 
5,857 
677 


1,073 
62,127 
18,840 


207,959 
1,403,569 





— Total Freight Originated, 
Cumulative Total 


Foreign For 
Points Month 

Tons Tons 
6,963 333,246 
9,361 42,424 
17,640 149,332 
1,808 42,331 
503 12,940 
ial 12,731 
532 8,246 
32,822 159,576 
39,247 122,547 
614 40,229 
556 2,394 
813 3,420 
13,483 41,400 
6,869 18,195 
5,036 12,587 
12,323 29,391 
148,570 1,030,989 

ANIMAL PRODUCTS 
58 6,551 
2,254 61,612 
155 2,695 
1,182 31,052 
34,267 44,475 
12,324 32,459 
13,516 23,720 
6,104 6,159 
13,307 14,550 
20,356 40,835 
5,262 10,232 
5,302 13,013 
2,804 7,246 
116,891 294,599 

MINE PRODUCTS 

134,999 605,699 
18,387 758,112 
wears 13,013 
1,230 70,309 
2,255 70,304 
3,221 195,679 
4,126 8,647 
40,833 682,966 
12,040 26,651 
3,315 45,002 
2,679 27,161 
7,909 32,485 
3,503 54,086 
234,497 2,590,114 

FOREST PRODUCTS 
8,632 216,462 
1,995 20,279 
1,323 307,295 
70,328 587,839 
5,883 55,447 


88,161 


11,229 


544,666 
1,132,785 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL 


Commodity 


sachin bile we A eae: CRRA COUR wee aloe 


Animal 
Mine 


eeee 
ee er ee 
eee ee ee ee 


 ctiictiars.53:64s agen Melniisehe + ede RMen~es 
Manufactures and Miscellaneous............ 


Total 
Freight 
— 





16.55 
28.84 


100.00 


Loaded at 
Stas. in 
Canada 


1,187,322 


174,220 
65,874 
24,877 
8,208 


103,315 
47,265 
149,709 
93,646 
43,592 
10,547 


36,922 
124,058 
5,643 
6,991 
25,970 
14,043 
143,920 
108,419 
4,535 
546 


26,938 
524,558 
324,757 

2,068,553 


7,171,577 


FREIGHT CARRIED DURING MONTH (Per Cent) 





To 
Date 
Tons 


286, 590 


“9, 224,199 





50,431 


177,201 
38,032 
112;815 
158,557 
26,971 
96,868 
59,611 


- 854,036 





3,254,679 
6,400,427 
178,073 
578,686 
136,185 
1,301,845 
65,488 
2,384,772 
174,518 
239,726 
87,634 
196,895 
295,019 


15, 293,947 





1,775,220 
121,955 
2,650,729 


3,821,599 
344,654 


“8, 714,157 





959,196 
465,855 
197,407 
104,506 


759,343 
304,326 
569,944 
491,822 
246,095 

54,969 


183,392 
906,949 


166,738 
3,515,526 
2,194,414 

13,667,010 


48,753,349 


*210,299 







Increase 
Over 
1924 
Tons 

*2,050,021 
*118,126 
*530,732 

52, 613 


21,248 
43,806 


*21,854 


*3,175,404 


*3,010 


*5,632 


*52,935 


59,536 
*1,522,344 
*6,011 


36,625 


*1,008,597 


*154,951 


194,514 
41,096 


99,021 
*58,077 
*54,850 
*79,168 


94,395 
10,969 
42,862 
47,943 
30,470 
*4,531 


238, 553 
9,841 
2;440 


*2,024 
*63,444 
286,341 


986,911 
*3,460,324 


-Received from Foreign Connections-—, 


—Destined to— 

Canadian Foreign 
Points Points 
.93 2.07 
.30 1.63 
15.01 3.27 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF JULY, 1925 





Terminated ———, 
Unloaded Deliv- 
at Sta- ered to 
tions in Foreign 
Canada Connections 
Tons Tons 
374,749 35,942 
8,290 28,790 
135,860 23,460 
42,025 5,274 
9,685 4,688 
14,739 113 
8,230 1,668 
69,566 95,781 
51,948 65,156 
29,841 11,687 
2,247 741 
2,524 818 
28,365 12,843 
10,309 8,706 
5,677 5,131 
13,150 14°085 
807,205 314,883 
8,236 106 
52,493 11,607 
2,493 167 
26,932 2,738 
6,354 38,679 
3,480 28,252 
3,073 19,019 
33 6,104 
1,295 13,511 
12,203 23,560 
1,742 8,440 
3,811 8,215 
2,053 3,772 
124,198 164,170 
431,490 142, 433 
663,656 64,859 
10,101 einhinvas 
68,705 2,993 
64,502 2,517 
168,105 15,572 
2,130 6,544 
585,853 71,535 
27,490 10,947 
41,568 19 
21,843 3,005 
22,419 8,921 
21,730 25, 036 
2,129,592 354,381 
=. pai 31,158 
042 3,243 
168, 123 135,905 
331,422 275,012 
31,151 11,313 


724,217 





161,541 
32,038 
23,362 

5,715 


10,128 


26,582 
14,128 
4,125 
4,171 
23,158 
7,560 
22,242 
22,692 
2,588 
473 


7,768 
309,202 
279,169 


1,307,116 
5,092,328 


Unloaded at 
tas. in 
Canada 
11.26 
2.40 
29.69 
10.10 
18.23 


71.01 





456,631 





12,944 
37,236 
6,258 
1,816 


39,479 
27,092 


2,268 
426 


19,567 
242,341 
Ti, "410 


———————— 


836,596 


————— 


2,126,661 


Delivered to 
Foreign 
Connections 












135, 905 
275,012 
11/313 


456,631 


126,661 


ered to 


eign 
>ctions 


Ail aranrteows & 


October 17, 1925 


NEW ORLEANS, LA. 


NEW ORLEANS 


In the heart of the 
Commercial District 


at New Orleans we have a distrib- 
uting depot for package freight, 

operated for the particular serv- 

ice of the traffic manager by a 

specialized organization that 
will handle orders as 
promptly and efficiently 
as your own ship- 
Ping depart- 


Central Leak 


Distributing 
Warehouses 


Shipside 


Terminals 
Alabo Warehouse 


The only public warehouse 
in New Orleans on the water 
front — wharf facilities for 


the largest ocean steamers 


COMMERCIAL 
WAREHOUSES 


Commercial Warehouse 


The most centrally located 
warehouse in the city 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. . 
STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 


TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston Cartagena 
Port Puerto Colombia 
eg Santa Marta 


CANAL ZONE COSTA RICA 


Port Limon 
Cristobal ALSO 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bile of Lading tevusd vie Coltsbal to West Cosst Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place 

321 St. Charles Street 
Lon: 

Marquette Building 


Chicago, Ill. 
Huff Shipping Company ey > 


San Francisco, Cal 
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MrivesN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S. S. ORLEANS 


Baltimore 


Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Offices 
Chipiladeiphia, Mobile, New Orleans" 


McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 








Ship by Water 


‘“*DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimere, Md. hag ee Pa. vege, Fe. 
And at our Branch Offices at port: of call, ete. 



























































































































































































































































































































































































































































CANADIAN CAR LOADING 


Car loadings for the week ended October 3 failed to equal 
the record of the previous week by 1,542 cars Grain loadings 
eased off by 2,038 cars and merchandise loadings decreased by 
554 cars. Coal loadings increased by 577 cars and miscel- 
laneous freight showed a gain of 320 cars. 

Grain loadings were increased by 3,402 cars over the cor- 
responding week in 1924, pulp and paper increased by 402 cars, 
other forest products by 382 cars, ore by 750 cars, miscellaneous 
freight by 1,609 cars and total loadings by 7,805 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
For the Week Ending. 















































Oct.3 Sept. 26 Oct. 4 
Commodities 1925 1925 1924 
Grain and Grain Products...............0. ‘217 3,193 4,737 
NINN asta, Wino. Wid Sle 0.5) ass Wink ora mareres worse 1,317 1,336 1,336 
EL ica Wig pr-o-a ahd tA d-0i wid wi dis cdl Neo iw bh clare eines 1,749 4,534 4,712 
RY aria Scare Vie VULSTE a eGdd a ale GALT ER 6 & PAR Ces 308 348 217 
aia angi glee: dara aiakers W oles en 8 eae ee nore 2,855 2,862 2,625 
EE ~ ase neie- ns Keine ecie vecocenecdeendewes 1,651 1,668 1,280 
EN ME NIN ow Koo ction cd awe ce senecs es 1,965 1,983 1,606 
CEO BOCERE PTOGUCES. 6.05 cccccccccuscns 1,271 1,330 1,122 
NI alas th aiaral as Wie wee psd 56 e he Sed. Skoda. Saree 1,125 1,200 647 
SE 2 ee eee aren 11,554 11,786 11,866 
I 6.6567 @ nie:0% GS: 6in's: aN Reh) «ote wraiers 12,410 11,512 11,036 
Tete! Care Leaded... .vcccccccewivwses 43,522 41,752 41,184 
Total Cars Rec’d from Connections... 32,700 31,190 29,651 
WESTERN CANADA 
Grain and Grain Products................ 16,072 19,234 12,250 
ee ee eres weet 1,591 1,481 1,225 
eR aairer eatin © aoa ara Giulia iain in aor ciaceescis aoe mye oe 2,468 2,106 2,193 
Tine ip Avis. ll. vacua ay Ucn tea mea aa aioe 42 24 31 
I 6 208d be deli dona Ge WASo ns era eR emi os a aN 1,023 1,014 1,025 
I er aici oo anisole: da, ci cs Riga sme & eck we 82 145 91 
ed BID 5.6.0.6, 6:0 ak ns} esi wh wie od SSieie 165 138 122 
Gmer POLOSt Products... occ ccccccewsecs 1,275 1,018 1,042 
I Leeda ne ira hacer aal aac arocacenasd W's. ea ae wie new Sie 623 593 351 
pS ES eee eee 1,449 4,771 4,228 
I iiargc ae scorn aoe-6s.eerSeae wee 3,585 4,163 3,350 
Total Cars Loaded.................6. 31,375 34,687 25,908 
Total Cars Rec’d from Connections.. 3,335 3,185 : 3,041 
TOTAL FOR CANADA 
Grain and Grain Products................ 20,389 22,427 16,987 
NE I gc '5.2) db ore w Sua imac edhe oektalarae 2,908 2,817 2,56 
= MO GNGE «Wy Sal bieiT bre’ a "gs Wie: WiGea aia Wii 6: 6&6: case Sheer ere 7,217 6,640 6,905 
aarti dia bai eid Wika bbe ee 3-6 6 0:kO Ka RK Yes 350 372 248 
RRR RE Ry CER On i enenn eee 3,878 3,876 3,650 
i ice canlns aha srqnie ab Waisaics kale eritienée ues 1.733 1,813 pw ye! 
eee 2,130 2,121 1,728 
Other Forest Products............ccccoes 2,546 2,348 2,164 
re ER Sele he wae ciesere: wisisinielae Ke'seieis ee 1,748 1,793 998 
BT a Oe ee eee 16,003 16,557 16,094 
NUN 55 Sria:t5s:ti0.0 6:40: n 0 weiee $0:a:5d sre seis 15,995 15,675 14,386 
es CRP BO o.oioinicik ccc vidi ccces 74,897 76,439 67,092 
Total Cars Rec’d from Connections.. 36,035 34,375 32,692 
CUMULATIVE TOTALS TO DATE 
Grain and Grain Products................ 280,869 312,280 
ea a ens eee 91,184 88,622 
SED ad tiaiale. dd eR ateoste al ae kao ewes dalreiodon’ 149,189 201,672 
NE a init CAE AEG BES WCE Se Na RO horse 11,159 9,026 
ED Sec EG Gnvadan sca KOK usage Stason 142,140 143,796 
UID, sikh eK a het ang. «os pialertease nerd <a-8! Saas wie 108,587 107,439 
ND OI, SI g's ocece sta dhale:s. Cok @erave-wd 80,781 78,509 
Cenmer POrest Products ........ccccccvescecs 111,934 103,187 
Py Pee eee he wae ae de ee we wee hen eae aren 55,304 50,104 
eee. ‘Es, C,. pics cs ewiwewrscecwees 605,643 578,089 
NOI. 5 SND Make oo 86:4 s Catiidisncageeus 496,330 474,860 
po ee 2,133,120 2,147,584 
Total Cars Rec’d from Connections... 1,317,522 1,258,571 





CANADA OPERATING STATISTICS 


The Canadian railways as a whole showed an increase in 
July over the corresponding month of last year. The gross rev- 
enues increased by $816,017, or 2.2 per cent, and net operating 
revenues of $2,777,402, July being the first month in 1925 to show 
an increase over the corresponding month in 1924 in gross rev- 
enues. Car loadings indicate that August and September results 
were still better. Freight traffic showed only a small increase over 
July, 1924, but the overage receipt per ton mile was larger by 3.5 
per cent, producing an increase of 4 per cent, or $931,495 in 
freight revenues. Passenger revenues also increased by $109,921, 
which is the first increase over the corresponding month in the 
previous year to be recorded in fifteen months. 

Operating expenses were reduced by $1,961,384, or 5.9 per 
cent, maintenance of way and structures being cut by $1,293,727, 
or 13.9 per cent, maintenance of equipment, by $53,572, or .8 per 
cent, and transportation expenses by $473,345, or 3.3 per cent. 
The decrease in the total payroll was $553,061, or 2.7 per cent 
for a reduction in staff of 9,617 employes, or 5.5 per cent. 

Due to the increased track mileage, the traffic density was 
lighter than in 1924 by a small margin and, principally due to 
the lighter grain and coal movements, especially at the beginning 


of the month, the average train load (net tons) and carload were 
lighter than in 1924. 
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For the seven months, January to July, the net operating 
revenues were greater than for 1924 by $1,497,628, although the 
gross revenues were less by 7 per cent. 

Canadian National Railways: Although the gross revenues 
for July were less than for July of last year by $78,455, operating 


. expenses were cut $1,071,499, increasing the net operating rev- 


enues by $993,044 and reducing the operating ratio from 98.14 
per cent to 92.40 per cent. This was the largest net revenue of 
any month in the first seven months of 1922-1925. Each account- 
ing division of operating expenses showed reductions; main- 
tenance of way and structures showed the greatest reduction, 
$485,070; transportation expenses being reduced by $405,289 and 
general expenses by $118,597. The cut in the total payroll 
amounted to $424,488 with a reduction in the average number of 
employes of 7,095. 

The net revenues of the lines in the United States were also 
increased over a year ago by $346,645. For the seven months, 
January to July, there was little difference in the gross revenues 
of the lines in the United States, except that the Canadian lines 
fell behind by $8,933,974. Operating expenses were decreased by 
$10,289,773 for the Canadian lines and by $1,097,703 for the 
United States lines or a total of $11,387,476, which increased the 
net revenues of the entire system by $2,452,605. 

Canadian Pacific Railway: Both freight and passenger traffic 
showed an increase over that of the corresponding month in 1924 
for the first time this year. Revenues were also increased by 
$455,581, or 3.1 per cent. By cutting maintenance of way and 
structues by $669,820, and maintenance of equipment and trans- 
portation expenses remaining at the same level as in 1924, the 
total expenses were reduced by $712,355, or 5.7 per cent, thus in- 
creasing the net revenue by $1,167,936. 

In the seven months, gross revenues, operating expenses and 
net revenues were all smaller than in 1924, the decrease in net 
revenues being $843,951. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed an order 
suspending supplement No. 28 to Canadian Freight Association 
Tariff, C. R. C. No. 36, as contained in pages 3 and 4 thereof, 
withdrawing application of joint rates on lumber from points on 
or via Canadian Pacific Railway to certain named stations on 
Canadian National Railways. 

The board has passed an order directing the Canadian 
Freight Classification No. 17 to be amended to show a reduction 
in carload rating on poultry or animal shipping crates, set up, 
from second to third class, with no change in minimum carload 
weight. 


FACILITIES AT HALIFAX 


Improved facilities to take care of winter business will be 
provided by the government at the port of Halifax. They will 
include the finishing of a number of sheds and the construction 
of galleries and conveyors to three of the berths. Work at the 
port has been held up since the war, but business has increased 


so much in the last two winters that extension of accommodation 
is necessary. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian Pacific Railway for the ten days 
ending September 30 were $6,518,000—an increase, compared 
with the same period last year, of $1,037,000, or 18.9 per cent. 
Earnings of the Canadian National for the same period were 
$7,814,072, as compared with $6,787,684 last year, an increase of 
$1,026,388, or 15 per cent. , 


GRAIN RATES TO VANCOUVER 


Traffic officers of the Railway Board will investigate the 
new grain rates to Vancouver and Montreal scheduled by the 
Canadian Pacific and Canadian National to see whether they 
properly carry out the order for equalization made by the board 
September 2. If the report of the officials should bring up con- 
tentious matter, facilities will be granted counsel for the respec- 
tive ports for further argument on the matter. 


CATTLE TO GREAT BRITAIN 


W. R. Motherwell, Minister of Agriculture, announced in 
Saskatoon that, in order to stimulate the export to Great Britain 
of Canadian cattle by providing transportation facilities designed 
to permit the shipment of large lots, the consent of the British 
authorities had been obtained for the admission to Great Britain 
of cattle shipped in lots of 1,100 instead of the present ship-load 
limit of 500. Arrangements have been made with a line of 
steamers for fitting up four-deck boats for this purpose, to be 
put on the route at once. 


AID FOR ROUYN MINES RAILWAY 


The Quebec government is providing a special subsidy of 
$250,000 for the Canadian National Railway as a special aid 
toward the construction of the new Rouyn mines railway, and 
the federal government will guarantee a bond issue of $5,000,000 
to allow the building of the road to be proceeded with. Inter- 
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Florida Congestion Can Be Relieved 


It will pay you to warehouse in Atlanta for Florida 
because of the congested condition and present cost of 
Florida warehousing. We have ample room and give 
exceptionally satisfactory service in every way. Best of 
transportation facilities from Atlanta to Florida and rest 
of south. Drop us a line, stating your requirements, and 
we will write you in detail regarding how we can serve you. 


SECURITY WAREHOUSE CO., dept.1, ATLANTA, GA. 
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DECATUR, ILL. 


Parke am 


AVIS LUI) S' 


Gey | gE tht oes IES 64. 
(a = 4 
as 


SPOT STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU? 


Metropolitan Warehouse Company 


operated in conjunction with 


CALIFORNIA TRUCK COMPANY 
P. O. Box 570, Arcade Station 


LOS ANGELES 


THE DISTRIBUTING CENTER 
of the 


PACIFIC SOUTHWEST 


Before you decide on your IIli- 
nois distribution investigate our 
facilities, service and low rates 
to Illinois points— 


PARKE WAREHOUSES 


Decatur, Illinois 


STORAGE AND DISTRIBUTION 








PORT HOUSTONS SHIPSIDE WAREHOUSE 


i 









Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 

Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 

With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your shipments. 
lete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 

Your shipments can be financed through our negotiable warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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est on the bonds will be paid by the Canadian National in the 
form of rental. .In the contract, which is by the two govern- 
ments, the Canadian National and the Rouyn Mines Railway, 
it is stipulated that construction must begin before November 
1, 1925, and that the road must be ready for operation before 
December 1, 1926. The federal government will act as lessee 
of the new road, and for such lease guarantees the bond issue. 
The mining organizations interested will pay an annual sum of 
$20,000. It is assumed that the line will be on a paying basis 
at the end of five years and that the Canadian National will be 
earning a sufficient amount from its operation to pay interest 
charges and operating expenses. 


REVENUE FREIGHT LOADING 


“For the eleventh consecutive week this year, loading of 
revenue freight exceeded the million-car mark, the total for the 
week ended October 3 being 1,112,463 cars,” says the car service 
division of the American Railway Association. 

“This was a decrease of 8,182 cars under the preceding week 
this year, decreases being reported in the loading of grain and 
grain products, coal, forest products and ore, while live stock, 
coke, merchandise and less than carload lot freight and miscel- 
laneous freight showed increases over the preceding week. 

“Compared with the corresponding week last year, the total 
for the week ended October 3 was an increase of 34,715 cars 
and an increase of 32,687 cars over the same week in 1923.” 

Loading by districts the week ended October 3 and for the 
corresponding week of 1924 was reported as follows: 


Eastern district: Grain and grain products, 9,880 and 10,797; 
live stock, 3,369 and 3,246; coal, 30,424 and 43,791; coke, 3,208 and 
2,284; forest products, 5,507 and 5,483; ore, 4,947 and 5,941; merchan- 
dise, L. C. L., 76,626 and 71,857; miscellaneous, 115,174 and 99,682; 
total, 1925, 249,135; 1924, 248,181; 1923, 253,699. 

Allegheny district: Grain and grain products, 3,741 and 3,865; 
live stock, 3,135 and 2,980; coal, 41,698 and 43,047; coke, 5,938 and 
4,788; forest products, 2,992 and 3, 162; ore, 10, 045 and 1s 655; merchan- 
dise, L. C. L., 56,369 and 54, 854; miscellaneous, 91, 916 and 81,877; 
total, 1925, 215, 834; 1924, 202, 238; 1923, 218,350. 

Pocahontas district: Grain and grain products, 196 and 210; live 
stock, 441 and 351; coal, 41,613 and 34,872; coke, 578 and 298; forest 
products, 1,726 and 1,300; ore, 90 and 72; merchandise, L. C. L., 
7,523 and 7,033; miscellaneous, 5,370 and 5,179; total, 1925, 57,537; 
1924, 49,315; 1923, 44,920. 

Southern district: Grain and grain products, 3,990 and 3,818; live 
stock, 2,444 and 2,353; coal, 26,653 and 26,499; coke, 831 and 871; 
forest products, 22,352 and 20, 157; ore, 1,389 and 1,362; merchandise, 
L. C. &, 42,928 and 41,798; miscellaneous, 65,783 and 50,356; total, 
1925, 166,365; 1924, 147, 214; 1923, 143,758. 

Northwestern district: Grain and grain products, 15,264 and 
28,828; live stock, 11,954 and 9,646; coal, 9,685 and 9,353; coke, 1.272 
and 911; forest products, tt, 299 and 17, 225; ore, 31,264 and 29,285; 
merchandise, aS eae 966 and 31, 083; miscellaneous, 46,600 and 
44,814; total, 1925, 167,304; 1924, 171,145; 1923, 179,977. 

Central Western district: Grain and grain products, 10,976 and 
17,796; live stock, 16,426 and 16,916; coal, 18,413 and 22,405; coke, 297 
and 330; forest products, 13, 288 and 11, 251; ore, 3,871 ‘and 3,582; 
merchandise, L. C. L., 38, 452 and 37,770; miscellaneous, 77,341 and 
75,127; total, 1925, 179,064; 1924, 185, 177; 1923, 166,7 

Southwestern district: Grain and grain Suaeate 3,672 and 5,838; 
live stock, 3,536 and 3,666; coal, 5,831 and 7,347; coke, 203 and 216; 
forest products, 7,536 and 8,311; ore, 553 and 560; merchandise, 
C. L., 15,646 and 14, 714; miscellaneous, 40,247 and 38, 836; total, 1925, 
77, 224; 1924, 79,488; 1923, 72,283. 

Total, all roads: Grain and grain products, 47,719 and 71,152; 
live stock, 41,305 and 39,158; coal, 174,317 and 187,314; coke, 12,327 
and 9,798; forest products, 70,700 and 66,889; ore, 52,159 and 48,457; 
merchandise, L. C. L., 271,505 and 259,109; miscellaneous, 442,431 and 
395,871; total, 1925, 1,112,463; 1924, 1,077,748; 1923, 1,079,776. 


Loading of revenue freight this year, compared with the two 
previous years, follows: 


1925 1924 1923 

1925 1924 1923 
Five weeks in January.............. 4,450,993 4,294,270 4,239,379 
Four weeks in February............ 3,619,326 3,631,819 3,414,809 
Four weeks in March............... 3,694.916 3,661,922 3,662,552 
POUPr WEENS I AMT... ccc cc vsccces 3,721,662 3,498,230 3,764,266 
EUG WH BF BF vc ciccccccwscccswes 4,854,720 4,473,729 4,876,893 
WOOP WOGMD TH GUMS occ cccccccccccens 3,956,011 3,625,182 4,047,603 
WOUP WOGMe BE DUG occ ccc cccccsceccc 3,887,834 3,524,909 3,940.735 
Five weeks in August............... 6. 364,010 4,843,997 5,209,219 
Four weeks in September........... 4,297,453 4,147,885 1,147,783 
io. e gS errr 1,112,463 1,077,748 1,079,776 


NC Oe 38,959,388 36,779,691 38,383,015 


REVENUE TRAFFIC STATISTICS. 


Revenue traffic statistics of class I roads, exclusive of 
switching and terminal companies, for July, and the seven 
months ended with July, compiled by the Bureau of Statistics 
of the Commission, show the following: 

Revenue tons carried—For July, 197,908,000, and 172,816,000 in 
July, 1924; for the seven months ended with July, 1,255, 863, 000; for 
the corresponding seven months in 1924, 1,187,552, 000. 

Revenue tons carried one mile—For July, 34, 487,310,000 and for 
July, 1924, 29,924,574,000; for the seven months ended with July, 
226,224,193, 000 and for the corresponding period in 1924, 213,864,297, 000. 

Freight revenue—For July, $376,975,703 and for July, 1924, $339, 406, - 
604; for the seven months ended with’ culy. $2,494,130,686 and for the 
corresponding period in 1924, $2,403,759,9 

Miles per revenue ton per oe a 174.26 and for July, 1924, 
173.16; for the seven months ended with July, 180.13 and for the 
corresponding period in 1924, 180.09. 

Revenue per ton mile—July. 1.098c and for Julv 1924, 1.134; for 
seven months ended with July, 1.103 and for the corresponding period 
in 1924, 1.124c. 

Revenue per ton per road—July, $1.90 and for July, 1924, $1.96; for 
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the seven months ended with July, $1.99 and for the corresponding 
period in 1924, $2.02. 


Revenue passengers carried—July, 75,336,000 and for July, 1924, 
78,890,000; for the seven months ended with - July, 515,319,000 and for 
the corresponding period in 1924, 550,756,000. 

Passenger revenue—July, $97, 649, 435 and for July, 1924, $97,182,140; 
for the seven months ended with July, $596,170,262 and for the corre- 
sponding period in 1924, $626,008,145. 

Revenue per passenger-mile—July, 2.761c and for July, 1924, 2.800c; 
for the seven months ended with July, 2.941c and for the correspond- 
ing period in 1924, 2.992c. 


LUMBER SHIPMENTS. 


Reports received by the National Lumber Manufacturers’ 
Association from 342 of the larger softwood mills of the country, 
for the week ended October 10, as compared with reports from 
360 mills the previous week, apparently showed small decreases 
in production and shipments, with a slight increase in new 
business. Making allowances for the. smaller number of reports, 
last week’s lumber movement was ahead of the preceding week’s 
in new business, and probably about on a par with it in produc- 
tion and shipments. In comparison with reports for the same 
period a year ago, increases in all three items are noted. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Preceding 
Corresponding Week 
Past Week Week-1924 1925-(Revised) 
Ry did w's-0) o coleiadacececelerwia 342 356 360 
Py ere 231,694,928 225,444,746 236,784,027 
ee err 225,217, 207 216, 278, "937 234,795.304 
Orders (new bus.)...... 218, 551, 163 206, 026, 250 218,023,526 


The following revised figures compare ‘the lumber move- 
ment of the seven associations for the first forty-one weeks of 
1925 with the same period of 1924: 


Production Shipments Orders 
BOE. eidercvinevaimcoues 9,958,700,613 9,860,988,522 9,680,426,189 
BE irsacseds teens 9,437,230,522 9,377,987,487 9,080,427,109 
1925—Increase 521,470,091 483,001,035 599,999,080 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended October 3 is 
estimated at 10,979,000 net tons by the Bureau of Mines of the 
Department of Commerce. The bureau said while this was a 
decline of 232,000 tons as compared with the revised figure for 
the preceding week, it was within one per cent of the average 
weekly production maintained in September. Production of an- 
thracite the week ended October 3 is estimated at 14,000 net 
tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended September 26 were re- 
ported as follows: Bituminous, 3,591 cars; anthracite, 791 cars. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 3 totaled 421,253 net tons, of which 
254,209 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended October 4 totaled 903,441 tons, bringing the total 
for the season to that date to 16,078,520 tons, as compared with 
approximately 13,000,000 tons each for the corresponding periods 
of 1924 and 1923. No anthracite was shipped from Lake Erie 
ports the week ended October 4. 


CIVIL SERVICE EXAMINATION. 


The United States Civil Service Commission announces an 
open competitive examination for Transportation Tariff Exam- 
iner. 

Receipt of applications will close November 28. The exam- 
ination is to fill vacancies in the Interstate Commerce Commis- 
sion at an entrance salary of $2,100 a year. After the probational 
period of six months required by the civil service act and rules, 
advancement in pay may be made without change in assignment 
up to $2,700 a year. Promotion to higher grades may be made 
in accordance with the civil service rules. The duties of the 
position are to examine tariffs of carriers to determine whether 
their construction, including rates and charges, is in conformity 
with the law and the regulations of the Commission; and to 
perform related work. Competitors will be rated on letter 
writing on a subject having to do with the duties of the position, 
and practical questions with reference to rates and tariffs. 


LABOR BOARD CALLS HEARING 


The Railroad Labor Board has summoned parties to a dis- 
pute on the Western Maryland to a hearing, October 19, in order 
to prevent a strike. A strike has already been voted by engi- 
neers, firemen, and hostlers on the line, but as yet there has been 
no interruption of the road’s traffic. The dispute between the 
enginemen and the road, according to the representations of the 
men, arose over the failure of the carrier to grant increases given 
the employes of other roads as a result of the New York Cen- 
tral case, when a boost in wages of 5 per cent was given over a 
year ago. The employes have stated to the board that all they 
seek from the Western Maryland is the increases granted by 
other carriers. 
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A Perfect Beginning for 


California 


by ARTHUR CHAPMAN 


Author of Out WHere THe West BEGINS 





“Because of its historic 
association and beautiful 
scenery, the Overland 
Route to California gave 
me one of the real thrills of 
my life the first time I 
turned West, years ago. 


“‘T find the same thrill is there to- 
day, plus the satisfaction that 
comes with the final degree of 
bodily comfort, good meals, per- 
fect service and unvarying cour- 
tesy of the Los Angeles Limited.”’ 


Ample accomoda- 


tions in California— 

yn al Only 68 Hours from 

bungalows, at all Chicago 

ee Lv. Chicago (C&NW Terminal) 8:00 P. M. 
Ar. Salt Lake City (2nd day) 2:05 P. M. 
Ar. Los Angeles (3rd day) 2:00P.M. 


All-Pullman. Through dining car ser- 
vice, club - observation car, barber, 
valet, maid, manicure and the ever- 
welcome shower bath, 


Three other daily trains to California; 
two to Denver with connections for 
California. 


Handsome California books free on 
request. 


Any ticket agent or Union Pacific re- 
presentative will be glad to arrange 
your trip, or address 


W. H. Murray, General Passenger Agent, Omaha, Nebr. 


Los Angeles Limited 


PREMIER TRAIN TO SOUTHERN CALIFORNIA 
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New York—California 
Fastest Service by Sea 
1 5 days Passenger and Freight 

Itinerary: New York — Havana — Panama Canal— 
Balboa —San Diego (Westbound) — Los Angeles — San 
Francisco. : 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

* automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 

Proposed Sailing Dates 


Westbound from New York Eastbound from San FranciscoLos Angeles 


S.S. Manchuria, Oct. 22 S.S. Finland, Oct. 24 Oct. 26 
S.S. Mongolia, Nov. 5 S.S. Manchuria, Nov. 14 Nov. 16 
S.S. Finland, Nov. 19 S.S. Mongolia, Nov. 28 Nov. 30 
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PANAMA Paciric Line 


INTERNATIONAL MERCANTILE MARINE COMPANY 
Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(W. 28rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 827 So. La Salle St. Boston, 84 State Street 
Philadelphia, Bourse Bldg. Baltimore, Chamber of Commerce Bldg. 
Rochester, Ellwenger & Barry Bldg. West Coast Agents, Pacific S.S. Co. 


pACIFIC 
jE CARIBBEAN, 


Vir LIN 


Fortnightly Sailings Via Panama Canal 


From 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco, 
Oakland, Portland, Seattle and Tacoma 


Through bills of lading issued to Hawaii, Australia, New Zealand and Dutch 
East Indies for trans-shipment at San Francisco. 


Calls are made at Tampa and San Diego as cargo offers. 


Monthly Sailings from the Pacific Coast 
to Houston, Mobile and New Orleans 


Tinea Ol 6 Sn eet 2 le Oat Pee Bietin, Wet 
Indies, Central America, South America and Europe. 


THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, Commercial Agent 


106 Merchants Exchange Bldg. St. Louis, Mo. 
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BIG ROAD FIGURES 


Large Class I roads having annual operating revenues in 
excess of $25,000,000 each had a net railway operating income 
of $104,365,965 in August as compared with $79,395,549 in August, 
1924, and of $556,969,344 in the eight months ended with August 
as compared with $481,327,846 in the same period of 1924, ac- 
cording to statistics on operating revenues and expenses com- 


THE 


pled by the Bureau of Statistics of the Commission. 


The detailed figures for operating revenues, operating ex- 
penses, net railway operating income and operating ratio for 
the individual roads, for August, follow: 


Net Oper- 
railway 
Operating Operating operating ratio 
revenues expenses income 
Total—Roads reported: = 
1925 468,999,234 330,014,345 104,365,965 
1924 428,427,751 316,183,607 79,395,549 
New England Region: 
Boston & Maine— 
1925 7,154,808 5,082,264 1,554,987 
1924 6,695,291 5,155,718 1,043,365 
New York, New Haven & Hartford— 
1925 11,530,555 8,510,399 2,014,528 
1924 10,749,905 8,131,679 1,720,083 
Great Lakes Region: 
Delaware & Hudson— 
1925 4,545,863 2,942,796 1,512,296 
1924 3,789,158 2,834,223 904,024 
Delaware, Lackawanna & Western System— 
1925 7,660,047 5,313,010 1,732,802 
1924 6, 943, 347 5,161,388 1,280,853 
Erie (including Chicago & Erie)— 
1925 11,497,770 8,307,320 2,423,195 
1924 10, 036, 548 8,032,279 1,366,668 
Lehigh Valley— 
1925 7,370,394 5,091,760 1,810,630 
1924 6,426,109 4,818,748 1,215,587 
Michigan Central— 
1925 Patt 350 5,138,402 2,453,023 
1924 7,280,245 4,942,169 1,727,790 
New York Central (including Boston & Albany)— 
925 34,498,465 24,787,050 7,269,261 
1924 30, 425, 067 22,684,591 5,569,658 
New York, Chicago & St. Louis— 
1925 4,677,896 3,357,724 887,334 
1924 4,433,064 3,296,661 795,475 
Pere Marquette— 
1925° 3,877,674 2,603,245 986,856 
1924 3,494,727 2,340,396 856,371 
Pittsburgh & Lake Erle— 
1925 2,636,583 2,142,214 698,999 
1924 2,404,761 2,050,703 549,716 
Wabash— 
1925 6,134,214 4,404,307 1,175,258 
1924 5,538,202 3,919,023 1,128,759 
Central Eastern Region: 
Baltimore & Ohio— 
1925 21,435,866 15,198,223 4,940,913 
1924 18,478,537 13,239,004 4,211,437 
Central of New Jersey— 
1925 5,520,638 3,522,560 1,444,645 
1924 5,013,802 3,012,175 1,526,552 
Chicago & Eastern [Illinois— 
1925 2,346,061 1,829,742 285,083 
1924 2,127,854 1,746,908 194,595 
Cleveland, Cincinnati, Chicago & St. Louis— 
1925 8,324,532 5,747,136 1,968,088 
1924 7,284,951 5,584,143 1,153,913 
Elgin, Joliet & Eastern— 
1925 1,952,350 1,427,281 237,288 
1924 1,398,432 1,077,359 159,436 
Long Island— 
1925 4,093,355 2 O82.4546 1.489.151 
1924 3, 780, 741 2,126,252 1,045,990 
Pennsylvania— 
1925 59,457,093 43,241,449 11,473,930 
1924 55,293,118 41,938,699 8,367,359 
Reading— 
1925 8,749,678 5,987,676 2,569,456 
1924 7,026,812 5,285,017 1,596,111 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 11,685,394 8,033,803 3,425,232 
1924 9,714,519 7,438,446 2,032,485 
Norfolk & Western— 
1925 9,642,154 5,855,843 3,370,061 
1924 8,042,326 5,740,012 1,838,633 
Southern Region: 
Atlantic Coast Line— 
1925 6,386,633 4,931,176 936,111 
1924 5,012,223 4,621,432 48,738 
Central of Georgia— 
925 2,615,610 1,854,813 583,916 
1924 2,110,745 1,731,800 264,457 
Illinois Central— 
1925 13,357,827 9,977,610 2,417,727 
1924 12,378,276 9,478,831 2,153,239 
Louisville & Nashville— 
1925 12,556,934 9,018,887 2,933,042 
1924 10,996,667 8,189,690 2,140,418 
Seaboard Air Line— 
1925 4,869,596 3,504,192 978,853 
1924 3,764,718 2,924,096 702,532 
Southern— 
1925 12,565,352 8,494,262 3,325,580 
1924 12/079, 380 8,610,139 2,738,134 
Yazoo & aces Valley— 
1925 2,008,862 1,490,594 342,671 
1924 1,755,344 p 317, 448 305,871 
Northwestern Region: 
Chicago & North Western— 
1925 14,383,063 10,038,548 3,339,361 
1924 13,105,657 10,339,735 1,790,061 
Chicago, Milwaukee & St. Paul— 
1925 15,208,771 11,256,832 2,633,727 
1924 13,072,986 10,326,344 1,449,520 
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Operating 
revenues 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 2,650,133 
1924 2,314,406 
Great Northern— 
1925 10,787,000 
1924 8,925,495 
Minneapolis, St. Paul & Sault Ste. Marie 
1925 4,460,047 
1924 3, 323, 331 
Northern Pacific— 
1925 8,661,071 
1924 7,631,971 3772, 
Oregon-Washington R. R. & Navigation Co. 
1925 2,668,605 
1924 2,478,449 


Central Western Region: 
Atchison, Topeka & Santa Fe— 


1925 16,754,594 
1924 17,477,046 
Chicago & Alton— 
1925 2,856,037 
1924 2,762,425 
Chicago, Burlington & Quincy— 
1925 15,063,899 
1924 14,835,020 
Chicago, Rock Island & Pacific— 
1925 11,076,479 
1924 11, 582,059 
Denver & Rio Grande Western— 
1925 3,046,122 
1924 3, 012,880 
Oregon Short Line— 
1925 3,111,131 
1924 3,009,953 
Southern Pacific (Pacific System)— 
1925 18,564,066 
1924 17, $94,157 
Union Pacific— 
1925 10,284,664 
1924 10,492,474 


Southwestern Region: 


Galveston, ee & San Antonio— 


2,558,234 
1924 2, 919, 391 
Gulf, Colorado & Santa Fe— 
1925 2,425,311 
1924 2,650,265 
Missouri-Kansas-Texas— 
1925 3,201,511 
1924 2,976,166 
Missouri-Kansas-Texas of Texas— 
192 1,706,105 
1924 1,928,500 
Missouri Pacific— 
1925 11,218,257 
1924 10,798,768 


St. Louis-San —- 


925 8,038,867 
1924 7,460,193 
Texas & Pacific— 
1925 2,895,713 
1924 2,801,290 
For the eight months ended with August: 
Operating 
revenues 


Total Roads reported: 


925 3,355,135,523 2,550,373,649 
1924 3,267,160,493 2,551,765,587 


New England Region: 
Boston & Maine—- 


1925 52,169,865, 


1924 51,637,600 
New York, New Haven & Hartford— 

1925 86,263,144 

1924 84,106,940 


Great Lakes Region: 
Delaware & Hudson— 


1925 31,044,711 

1924 29,714,027 fe 
Delaware, Lackawanna & Western System— 

1925 59,010,666 

1924 56, 881, 566 
Erie (including Chicago & Erie)— 

1925 79,500,302 

1924 Tt, "990,585 
Lehigh Valley— 

1925 52,814,482 

1924 50,248,647 
Michigan Central— 

1925 59,843,401 

1924 58,579,576 


New York Central (including Boston & Albany)— 
1925 249,833,821 5 
1924 243, 163,079 


New York, soe 3 & St. Louis— 


25 35,525,062 

1924 35,398,091 
Pere Marquette— 

1925 26,718,795 

1924 27,264,703 
Pittsburgh & Lake Erie— 

1925 21,218,131 

1924 21,136,747 
Wabash— 

1925 44,906,913 

1924 42,587,610 


Central Eastern Region: 
Baltimore & Ohio— 


1925 151,247,890 
1924 146,705,427 


Central of New Jersey— 


1925 38,554,984 
1924 36,646,395 
Chicago & sonanins. a. 
925 16,796,464 
1934 16,883,413 
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No. 16 


Net Oper- 


railway 
operating ratio 
income 


514,565 
292,121 


2,636,365 
1,603,212 


997,880 
371,915 


1,793,511 
1,420,422 


426,479 
194,318 
4,291,257 
3,702,543 


519,950 
572,786 


3,670,352 
3,753,506 


1,954,223 
2,248,089 


636,554 
39,278 


304,895 
401,731 


4,759,610 
4,101,293 


2,334,961 
2,588,314 
440,268 
587,526 


508,818 
678,767 


1,153,267 
673,694 


d 110,177 
349,543 


1,733,184 
1,453,603 


2,074,655 
1,871,450 


511,344 
613,608 
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Net Oper- 


railway 
operating 
income 


556,969,344 
481,327,846 


6,836,971 
5,073,873 


14,407,717 
11,974,167 


6,464,423 
4,506,503 


11,387,934 
9,948,929 


11,308,757 
9,709,487 


10,267,008 
7,600,817 


15,228,527 
12,577,630 


44,214,019 
41,579,765 


6,616,944 
5,266,731 


4,765,966 
4,145,559 


5.671,170 
5,441,770 


6,532,793 
5,006,082 
24,856,468 
23,459,568 


6,551,713 
4,933,424 


731,697 
485,972 
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ie MILLIONS OF FEET OF VIRGIN TIMBER 
79.6 
= 
im ALONG 
80.2 
i THE CHESAPEAKE & OHIO RAILWAY 
73.3 
80.4 
was Trend of modern manufactories is toward the source of the raw material supply. Attention of 
70.4 lumbermen particularly is invited to the immense acreages of timber which line the right-of-way of 
71.0 the Chesapeake and Ohio. 
70.2 
“a Hardwood producers will be especially interested in the vast forests that are rich in oak, ash, 
67.0 hickory and walnut in the western part of Virginia, West Virginia and Eastern Kentucky. Box shook 
73.6 manufacturers and others will find millions of feet of standing pine, poplar and gum on our Peninsula 
70.7 Division, which runs through Eastern Virginia to Tidewater. 
si Saw mills, planing mills, box shook and furniture factories and other allied industries will find it 
80.8 to their economical advantage to locate their plants in C. & O. territory. They will eliminate the 
bl & double haul—a considerable item in this day of efficient production. By locating on the C. & O. Ry. 
65.3 they will equip themselves with adequate transportation facilities and competitive freight rate adjust- 
- ments to large consuming territory. 
69.2 
| 65.8 The Chesapeake and Ohio maintains an Agricultural and Industrial Department composed of 
trained and practical men whose duty it is to co-operate with manufacturers and farmers in the 
; ee territory served by this system. The services of these men may be obtained free of charge upon re- 
Yi quest. They are prepared to visit any community on our lines where they can be of assistance to 
68. lumbermen, other business men or farmers. 
1 58. 
dws Agricultural and Industrial Department 
93. 
70 


THE CHESAPEAKE AND OHIO RAILWAY, Richmond, Virginia 
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Oper- SS 
ating : 
a M ise Distributi 
70 
~ KANSAS erchandise Distribution 
les: ap loo ms: SS 
1 34 = 3 J a FREIGHT FORWARDERS 
7 48 ; a“ City Delivery Service Twice Daily to all Parts 
oo w 4 of Greater Kansas City 
3 76.8 
03 82.9 
34 «78.0 Most Complete and Up-to-Date System of 
7 ee Stock Records and Reports 
57 «79.2 ‘ 
87 82.3 
"81 ] Transter & Storage Co 
1 4 
ie ransfer & Storage Company 
30 71.0 
< “ 228-236 West 4th Street 
65 75.6 Located in the Heart of the Wholesale District 
44 12 Low Insurance Rates Modern Warehouses 
we Prompt and Efficient Service 
- a CHAMBER OF COMMERCE OF THE U. S. 
MEMBERS | CHAMBER OF COMMERCE OF KANSAS CITY 
70 30.3 AMERICAN CHAIN OF WAREHOUSES 
70 80.7 TRAFFIC CLUB OF KANSAS CITY, MISSOURI 
193 76.2 New York Representative Chicago Repnesentative 
82 78.6 O. V. HUKILL, 415 Greenwich Street P. F. CASSIDY, 203 S. Dearborn Street 
sg TT Write Us for Information and Rates 
13. 12 RESPONSIBLE RELIABLE REASONABLE 
424 76. 
5.7 
72 88. 
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Operating Operating 
revenues expenses 

Cleveland, Cincinnati, Chicago & St. Louis— 
1925 59,395,030 43,552,682 


1924 56,668,257 44,280,583 
Elgin, Joliet & Eastern— 

1925 16,802,553 11,711,539 

1924 14,302,629 10,523,711 
Long Island— 

1925 25,044,428 17,768,396 

1924 23,569,412 17,670,417 
Pennsylvania— 

1925 434,437,096 344,424,320 

1924 424,279,748 339,511,283 
Reading— 

1925 62,639,552 46,732,657 

1924 60,436,334 47,072,556 


Pocahontas Region: 
Chesapeake & Ohio— 


1925 78,541,245 57,423,488 

1924 70,329,379 53,427,116 
Norfolk & Western— 

1925 66,064,880 44,340,746 

1924 60,478,555 46,232,550 


Southern Region: 
Atlantic Coast Line— 
1925 60,222,586 41,521,559 
1924 55,325,241 40,319,584 
Central of Georgia— 
1925 19,196,106 14,947,766 
1924 17,642,119 13,961,763 

Illinois Central— 

1925 98,282,605 76,136,964 
1924 99,332,418 77,705,711 


Louisville & Nashville— 
1925 91,572,503 71,114,518 


1924 87,516,670 71,664,151 
Seaboard Air Line— 

192 39,495,901 29,751,440 

1924 35,059,132 27,194,682 
Southern— 

1925 95,713,213 68,743,140 

1924 92,932,644 69,243,738 


Yazoo & re Valley— 
1925 15,015,125 10,985,766 
1924 13,451,981 10,264,240 
Northwestern Region: 
Chicago & North Western— 
1925 94,851,078 74,859,669 
1924 96, 794, 423 80,515,528 
Chicago, Milwaukee & St. Paul— 
1925 102,268,013 86,461,644 
1924 100,226,214 83,841,727 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 ,278,468 14,056,039 


1924 17,686,598 14,778,263 

Great Northern— 
925 67,717,453 49,390,593 
1924 63,723,731 48,672,283 


Minneapolis, St. Paul & Sault Ste. Marie— 
1925 30,138,227 23,521,726 
1924 28,561,662 24, ,089,482 
Northern Pacific— 
1925 58,873,416 46,852,717 
1924 57,539,348 47,298,495 
Oregon-Washington R. R. & Navigation Co.— 
1925 17,340,588 14,630,326 
1924 18,764,869 15,112,484 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 122,202,783 90,307,721 
1924 120, 810, 260 94,470,957 
Chicago & Alton— 
1925 19,886,462 15,221,844 
1924 20,016,076 15,576,266 
Chicago, Burlington & Quincy— 
1925 100,954,369 76,235,816 
1924 103,404,304 77,733,724 
Chicago, Rock Island & Pacific— 
1925 80,277,257 64,204,414 
1924 79,331,246 64,332,776 
Denver & Rio Grande Western— 
192 20,281,044 15,603,810 
1924 20,224,522 17,716,281 
Oregon Short Line— 
1925 20,465,976 16,228,764 
1924 22, 356, 623 17,132,241 
Southern Pacific Tagae System)— 
1925 133,359,372 99,842,256 
1924 134, 605, 510 96,578,797 


1925 63,921,607 44,939,697 
1924 67,837,348 48,030,562 


Union Pacific— 


Southwestern Region: 
Galveston, eee & San Antonio— 


925 18,987,093 16,130,141 
1924 21,224,519 17,268,580 

Gulf, Colorado & a Fe— 
el 1925 18,350,069 14,782,953 
1924 16, "768,206 14,381,184 


Missouri-Kansas-Texas— 
1925 22,722,724 14,291,118 
1924 21,300,406 14,751, 266 
Missouri-Kansas-Texas of Texas— 
1925 13,881,810 11,234,222 
1924 12,944,016 9,995,145 
Missouri Pacific— 
925 84,546,073 67,247,834 


1924 77,624,788 63,063,971 
St. Louis-San Francisco— 


1925 57,432,102 40,302,483 

1924 54,282,152 39,144,249 
Texas & Pacific— 

1925 21,546,085 17,015,503 

1924 20,864,747 16,676,338 
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Net Oper- 4% , 
nat =“ 
opera ng ratio e 
income % Questions and Answers 
5 : 
177588657 tei in this department will be answered questions of both legal and 
practical nature that confront — dealing with traffic. A specialist 
2,731,121 69.7 on interstate commerce law, whois a member of our legal department, 
1,822,098 73.6 will give his opinion in answer to any s'‘mple question relating to the law 
is of interstate transportation of freight. A traffic man ot long experience 
4,787,890 70.9 and w'de knowledge will answer questions a to practical traffic 
3,191,236 75.0 S., We do not desire to take the place of the traffic man but to 
Ip him in his work. 
59,675,098 79.3 The right is reserved to refuse to answer in this department any 
51.939,316 80.0 question, legal or traffic, that it may appear to us unwise to answer 
“ . , or that involves a situation too complex for the kind of investigation 
13.899.704 74.6 herein contemplated. 
111586455 77.9 Address Questions and Answers Department, 
sili : Traffic Service Corporation, Mills Building, Washington, D.C. 
19,069,142 13.1 bs 
14,906,348 16.0 Reconsigning—Rate Applicable to Reconsigned Shipment 
18,340,592 67.1 Alabama.—Question: A carload of lumber shipped from 
10,296,799 76.4 point A in southern territory to Cincinnati, O., on open routing, 
and reconsigned at Cincinnati to a point in Ohio. Delivering 
13,335,359 68.9 carrier assessed charges on the basis of Cincinnati Combination, 
10,881,647 72.9 whereas combination made on first junction point produces 
3,048,232 77.9 lower charges. Claimant takes position that lowest combination 
2,737,614 79.1 should apply, while carriers insist that the Cincinnati Combina- 
15,353,016 77.5 tion should apply, on the ground that the originating line was 
15,989,706 78.2 entitled to handle the shipment through Cincinnati. 
Please advise if in your opinion the lowest combination is 
yet He legally applicable. 
tipie . Answer: In its opinion in Reconsigning and Diversion 
6,657,845 75.3 Rules, 58 I. C. C. 568, the Commission, on page 573, said: 
5,895,049 77.6 
Shippers are entitled, under the act to regulate commerce, to use 
20,656,970 71.8 any through route available under the tariffs. If the tariffs are so 
17,596,506 74.5 worded that routes other than a direct route are possible, such routes 
should be available alike to all shippers whether availed of under a 
2,675,356 73.2 reconsignment order or under original billing. The through rate 
2,154,417 76.3 applicable via such route should be assessed against all shipments of 
the same kind of freight regardless of whether the shipment traveled 
the particular route because of a reconsignment order or under orig- 
12,521,897 78.9 inal billing. The haul for which this rate is assessed in the one 
9,005,205 83.2 instance is identical with that in the other. 
6,203,438 84.5 Unless the handling of the shipment in accordance with the 
7,299,276 83.7  shipper’s instruction was such as to subject it to the sum of the 
1.788.277 81.4 Yates and to and from Cincinnati, Ohio, as for instance, the 
1,514,299. 83.6 Placing of the car at the consignee’s plant for unloading at that 
point, we see no reason for not applying a cheaper combination 
ete a rate if the movement of the shipment was such as to entitle 
9,325,1 ‘4 it to the cheaper rate. 
3,895,195 78.0 Combination Rates—Application of Sligo Rule 
2,073,520 84.3 California.—Question: The Interstate Commerce Commis- 
8,886,486 79.6 Sion in its report in Docket 14765, McCloud River Lumber Com- 
7,677,169 82.2 pany vs. Director General, 89 I. C. C. 645, said that during the 
632.968 84.4 period, February 15th to August 25th, 1919, Kelley’s Combination 
1,531,845 80.5 Rule could not be applied and cited therein their reasons. 
We hahve read these very carefully but are unable to dis- 
tinguish between the point involved here and the principle in- 
reg a3 volved in the Sligo case. We are not only unable to distinguish 
rons between the two but it seems to us that what the Commission 
2,653,589 76.6 said in the McCloud case covering the particular shipments that 
2,852,309 77.8 moved February 15th to August 25th, 1919, is in conflict with 
15,816,773 75.6 What they said in Docket 12890, Standard Oil Company vs. 
16,667,984 75.2 Director General, 74 I. C. C. 189, as pertains to those shipments 
8.318.595 80.0 which moved over the short lines therein named. 
7,205,646 81.1 We should appreciate the benefit of your advice. 
3,639,131 76.9 Answer: The basis for the finding by the Commission, in 
1,645,210 87.6 its opinion in McCloud River Lumber Co. vs. Director General, 
1.978.421 79.3 89 I. C. C. 645, that shipments which moved during the period 
2°544.777 76.6 February 15, 1919, to August 34, 1919, were not subject to the 
¥ combination rule is that on February 15th, 1919, the combination 
rity a4 rule was cancelled in the tariffs naming rates beyond the junc 
“ee "tion point of the McCloud River Railroad and the Southern 
13,353,656 70.3 Pacific, namely Sisson, California, and the provisions of Agent 
13,411,098 70.8 Morris’ I. C. C. U. S.-1, which became effective on that date, 
governed shipments which moved during the period, February 
1,603,147 35.0 15th, 1919 to August 24, 1919. The application of the rule in this 
2,646,111 81.4 tariff, as you will observe from the Commission’s statement on 
page 648 of its report in the McCloud River Lumber Company 
Late'ngy so:8 case, 89 I. C. C, 645, was specifically limited by the tariff to rates 
ne between points on railroads under Federal control and in con- 
7,042,559 62.9 nection with joint rates between points on such railroads and 
5,357,794 69.3 points on railroads not under Federal control, except as other- 
wise indicated and where specific reference thereto is made in 
1.b49's97 S93 tariffs. The McCloud River Railroad, the Commission said, was 
iii : not under Federal control at the time this tariff became effective 
10,450,479 79.5 and the rates of that carrier involved in the complaint, the Com- 
9,014,179 81.2 mission said, were not per se joint rates with lines not under 
13,789,087 70.2 Federal control, and as the combination tariff carried no excep 
12,302,404 72.1 tion extending its application to rates of the McCloud River 
2.936.643 79.0 Railroad and Tariff I. C. C. No. 5 of that line made no reference 
2'512'086 79.9  ¢0 the rule carried in Morris’ I. C. C. U. S.-1, the Commission 














held that during the period, February 15th to August 24, 1919, 





: October 17, 1925 THE TRAFFIC WORLD 925 


=0% 


way for protecting 
Perishable goods 


With perishable products packed in Balsa Boxes, there is no 
danger of loss through the effects of temperature change. For 
Balsa is a natural insulating wood which prevents the pas- 





” sage of both heat and cold. 

ym 

18, In addition to this, Balsa Boxes are of an unusual thickness’ 
“ny * they’re strong as pine though the wood itself is lighter than 
eS j sf \ cork. Each box is encircled by a strong steel band—a guard 
(0) ° ae 

i against petty theft of the goods inside. 

Tas ™ 

— a <A 74 Write for information about these remarkable containers. 


Prices will be quoted on boxes to meet your own specifica- 
tions. See the nearest address below. 


* THE FLEISCHMANN TRANSPORTATION COMPANY 


Balsa Box Department 








New York: 699 Was 1ington Street Chicago: 327 So. La Salle Street 
the Baltimore Buffalo Langdon, D. C. San Francisco St. Louis 
o Boston Cincinnati Peekskill, N. Y. Seattle 
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itle 
a I The Cincinnati, Indianapolis and Western Railroad 
- 4 With Its Connections—“*‘THE SHORT LINE FROM 
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The Cincinnau, indianapolis & Western K. R. is the short line on traffic routing through Springneid thus avoiding the larger terminals. 


Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 
pany intermediate line on through traffic between the East and West, North and South. 


‘ates The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 
con- condition assures efficient handling of traffic. , 
and FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 
ther- Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
e in beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, 
wee Norfolk, Richmond and all Eastern, Southern and Southeasteen ts. 
pon Fast Freight Service in connection with all Fast Freight Lines Routes. : 
‘eae For information as to Rates, Routes, Service, etc., address C. I. & W. RB. BR. Representatives at any of the following points: 
oder ps Marietta St., Reom 806, Atlanta, Ga. 730 Central Bldg., Los Angeles, Calif. 980 Arcade Bidg., St. Louis, Mo. 

Marquette Bldg., Chicago, Il. 41 Porter Bidg., Memphis, Tenn. 773 Monadnock Bidg., San Francisco, Calif. 
KCep- = Neave Bldg., Cincinnati, Ohie 605 Metropolitan Life Bldg., Minneapelis, Minn. 4448 White Bidg., Seattle, Wash. 
liver 40 Railway Exchange, Kansas City, Mo. ase we go ee om My = = sg ——— il. 
a +» Pittsburg jo - 
oe J. A. SIMMONS, General Traffic Manager, C. L & W. BR. RB. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 



























































































































































































































































































































































































































































the applicable combination rates were not subject to the provi- 

sions of the rule carried in Morris’ I. C. C. U. S.-1. 

In its opinion in Standard Oil Co. vs. Director General, 74 
I. C .C. 188, the Commission reached a contrary conclusion as to 
shipments moving over a line under Federal control and a line 
not under Federal control upon the ground that the combination 
rule published by the line under Federal control was not lim- 
ited in its application to movements over such line, as was true 
of the combination rule in Morris’ I. C. C. U. S.-1. The Director 
General was, therefore, required to protect the basis of rates 
offered to the public under the rule published in the tariffs of the 
lines under Federal control, under the principle of the Commis- 
sion’s findings in the Sligo case. 

Routing and Misrouting—lInitial Carrier Not Obligated to Use 
Third and Intervening Carrier Where Its Line in Connection 
With Carrier Specified by Shipper Forms Complete Route 
Indiana.—Question: In making a carload shipment recently 

from A to B, bill of lading was made out on X carrier’s bill of 

lading form, and the destination carrier, which we will call Z, 

being inserted on the bill of lading in the route column. 

The lowest rate is via X carrier to Junction C, thence via 
Y carrier to Junction D, Z carrier beyond. X carrier carried the 
shipment to its physical connection with Z carrier which was at 
Junction E, and assessed rate via that route. 

In view of the fact that while no junction was specified, but 
destination carrier was shown in the route column, was X 
carrier within its rights in so routing and collecting on this 
basis, or can we file claim, claiming that X carrier misrouted the 
shipment by not routing in connection with Y carrier at 
Junction C? 

Answer: In Stebbins vs. D. L. & W. R. R., 42 I. C. C. 150, the 
Commission held that where the consignee specifies the routing 
that he desires his shipment to take by naming a carrier, which 
in connection with the originating line, forms a through route 
from point of orign to destination, the initial carrier cannot be 
charged with having misrouted the shipment if it bills it over 
that route instead of selecting a cheaper route in which those 
carriers participated, but with a third carrier intervening. 


Forwarding Agents—Status of 


Colorado.—Question: Would appreciate your advice on the 
question, Is the Freight Company or the Car Loading & Dis- 
tributing Company a common carrier? 

Answer: A mere forwarding agent who does not receive 
goods into his custody, but, as agent for the shipper, merely 
contracts for their transportation by carriers, and who has no 
interest in the freight, but receives compensation from the ship- 
per as his agent, is not a common carrier, and he is liable only 
for want of ordinary care. He is not an insurer of the safety 
of the goods during transportation, or before, but is liable only 
for his own negligence or that of his agents. But a forwarding 
agent who receives goods for transit, issues bill of lading, makes 
contracts in his own name with the railroad company for car- 
riage, is, as to a person with whom he contracts for the delivery 
of goods, a common carrier and liable as such. See Ingram vs. 
American Forwarding .Co., 162 Ill. A-476; Mercantile Mutual 
Ins. Co. vs. Chase, 1 E. D. Smith (N. Y.) 115; Bare vs. American 
Forwarding Co., 146 Ill. A-388 (aff. 242 Ill. 298, 89 N. E. 1021); 
Blakiston vs. Davies, 42 Pa. Super. 390; Heath vs. Forwarding 
Co., 190 Pac. 839 (Cal.); Kettenhoffer vs. Globe Transfer & S. 
Co., 127 Pac. 295 (Wash.); Tilles vs. Express Co., (Mo.), 186 
S. W. 1102. 


Limitation—Actions by Director General for Charges on Ship- 
ments Moving During Federal Control 

Illinois.—Question: In the case of a consignor forwarding a 
shipment with the correct rate inserted in the bill of lading, and 
having deducted the amount of the freight from the invoice, the 
destination line collects freight charges on less than the proper 
rate, or rate inserted in the bill of lading, and particularly a 
shippers’ order shipment, and later the consignee discontinues 
business, or becomes insolvent, is the consignor responsible for 
the undercharge? 

Does the statute of limitations run against the railroad’s 
claim for undercharge in such instances, and particularly when 
the railroads were in charge of the U. S. Railroad 
Administration? 

The shipment referred to was forwarded during the month 
of December, 1919, and our first notice of claim from the U. S. 
Railroad Administration was received December 19th, 1924. 

We note in your question and answers column, issue of 
October 3rd, a somewhat similar case but it’ did not occur 
during the Railroad Administration, and are wondering if there 
is any special act giving the Government a longer time to 
collect undercharges. 

Answer: Section 16, paragraph 3 thereof, of the interstate 
commerce act, provides that actions by a carrier for the recovery 
of its charges or any part thereof shall be brought within three 
years from the date of the delivery of a shipment. 

However, so far as shipments moving during the period of 
federal control are concerned, it has been held by the Supreme 
Court in the so-called Du Pont case, 264 U. S. 456, that the provi- 
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sions of paragraph 3 of section 16 of the act did not bar a suit 
by the Director General for the recovery of freight charges 
after the expiration of the three-year period prescribed therein, 
the court holding that the provisions thereof were not applicable 
to the Director General. 

With respect to the application of statutes of limitation of 
the several states to such suits, the court said: 


In taking over and operating the railroad systems of the country 
the United States did so in its sovereign capacity, as a war measure, 
“under a right in the nature of eminent domain.’’ North Carolina 
R. R. Co. vs. Lee, 260 U. S. 16; Missouri Pacific R. R. Co. vs. Ault, 
256 U. S. 554; Northern Pacific R. R. Co. vs. North Dakota, 250 U. S. 
135; in Re Tidewater Coal Exchange, 280 Fed. 648, 649; and 
it may not be held to have waived any sovereign right or privilege 
unless plainly so provided. Moneys and other property derived from 
the operation of the carriers during federal control, as we have seen, 
are the property of the United States. Sec. 20, 40 Stat. 457. An 
action by the Director General to recover upon a liability arising out 
of such control is an action on behalf of the United States in its 
governmental capacity (Ches. & Del. Canal Co. vs. United States, 
250 U. S. 123-126; in Re Tidewater Coal Exchange, supra), and, there- 
fore, is subject to no time limitation, in the absence of congressional 
enactment clearly imposing it. United States vs. Nashville, etc., Ry. 
Co., 118 U. S. 552, 561. Statutes of limitation sought to be applied to 
bar rights of the Government must receive a strict construction in 
favor of the Government. United States vs. Whited and Wheless, 
supra. 


Delivery by Carrier—Effect “Clear’’ Receipt by Consignee 

Texas.—Question: “A” made a shipment of lamps to “B” 
customer, which were delivered at destination to the consignee, 
who gave a clear receipt to the Express Company. However, 
seven or eight days later, after completing his check against 
the invoice, he found to be short fifty lamps and reported this 
fact to “A” with an affidavit. “A” likewise executed an affidavit 
to the fact that the lamps were actually shipped, and both 
affidavits were presented to the Express Company with a claim. 
The Express Company contends that they were not given an 
opportunity for inspection and claim that the clear receipt which 
the consignee gave them stands in this particular instance and 
have likewise declined our claim. 

Shall be pleased to have your opinion and cite us decisions 
as to whether or not the express company is liable for this loss. 

Answer: In Mears vs. Railroad Company (Conn.), 52 Atl. 
610, it was held that a “clear” receipt by a consignee is a mere 
piece of evidence, and does not preclude him from afterward 
proving that the goods were in fact damaged when received 
from the carrier. 

This ruling is similar to that under which the carrier may 
show that, notwithstanding the statement in a bill of lading that 
a certain amount of freight was received for transportation 
or that the freight was in good order at the time of its delivery 
to the carrier, the amount stated in the bill of lading was not 
in fact received or that the freight was not in good order when 
tendered to the carrier for transportation. 

Whether or not the express company is liable for the 
shortage is dependent upon whether the loss occurred while the 
goods were in the possession of the carrier. The affidavits you 
refer to do not conclude the carrier from showing otherwise, in 
the event of your bringing suit. 

Damages—Delay in Transportation 

Missouri.—Question: In July, 1924, we purchased a carload 
of barley, shipped July 30th, from a point in Kansasa, a distance 
of 391.6 miles to St. Joseph. Car arrived August 9th, delivered 
our plant August 12th. The average running time, livestock 
36 hours, dead freight 48 hours. Decline in market 6 cents a 
bushel from date car should have arrived August 4th, and date 
actually arrived, August 9th. 

Upon this basis we filed claim to recover—claim rejected by 
railroad. The claim department offers as an excuse for rejection 
our failure to show resale price, claiming that the only way to 
measure damages for delayed shipments is to take the market 
value date shipment should have arrived and resale price date 
actually arrived, which in our opinion is not in harmony with 
the McCaull-Dinsmore case. 

As barley, like other commodities, loses its identity when 
unloaded, it would be impossible for us to trace this particular 
carload of barley through to final destination. Barley is mixed 
with several other commodities for hog feed and only a small 
percentage of the mixture is barley. Sometimes we have several 
carloads of barley from various points of origin in the same 
bin. Therefore, we could not trace with certainty the resale 
price of this particular barley. 

If the railroad’s contention is correct, it will be impossible 
to secure settlement on future delayed shipments. 

Inasmuch as St. Joseph is a primary grain market, our con- 
tention is that resale is not necessary as a condition precedent 
to establish damages: 

Will you kindly advise your opinion in the matter? 

Answer: For unreasonable delay in the transportation or 
nearly all classes of goods the difference between the market 
value of the goods at the time and place at which delivery 
should have been made and their market value when delivery 
was actually made, plus interest on the value of the shipment 
during the time of the unreasonable delay, from which unpaid 
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The Most Centrally Located Distributing Center in the Southeastern States 
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THE CANDLER WAREHOUSES 


Forty acres of re-inforced concrete fireproof warehouses, automatically sprinklered, lowest insurance rates, 


possessing every modern facility for receiving, storing, distributing and forwarding Merchandise. Two 
and one-half miles track facilities, connecting with eight trunk line railways. 


POOL CAR DISTRIBUTION 


WE INVITE STORAGE OF ALL KINDS OF GENERAL MERCHANDISE 


SOUTHEASTERN COMPRESS & WAREHOUSE COMPANY, “surtixc" Atlanta, Georgia 


Member American Warehousemen’s Association 


The OPEN DOOR 
to FAST FREIGHT SERVICE 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 

PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 

INQUIRIES 


icrep PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 
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freight charges are to be deducted, is the measure of the carrier’s 
liability. 

We can locate no cases which hold that the amount for 
which goods were finally sold has any bearing on the determin- 
ation of the amount of the carrier’s liability other than the 
decisions in Middleton & Co. vs. A. C. L. Co., 110 S. E. 796, 
and New York, etc., R. Co. vs. Estill, 147 U. S.° 591. In the 
first mentioned case the court, on page 797, said: “Ordinarily 
when goods are shipped with the expectation and intention of 
immediate sale upon delivery, the measure of damages is the 
difference between the market price on the day that the goods 
should have been delivered and that on the day of actual 
delivery. But it was apparent that this rule is not applicable 
where the consignee does not expect or intend to sell upon 
delivery, but intends to store for better prices; for the delay 
in such case could not have had the effect of keeping him off 
the market with the cotton.” 


In the Estill case above referred to, the court said: 


The proper rule of damages was the difference between the 
market value of the cattle in the condition in which they should have 
arrived but for the negligence of the defendant, and their market 


value in the condition in which, by reason of such negligence, they 
did arrive. ; 


It was not material whether the plaintiffs intended to keep the 
cattle upon their farms for breeding purposes, or to sell them upon 
the market, the depreciation in the value of the cattle being the same 
in either case. There is no ground for holding that the plaintiff ought 


to have traced each animal and to have shown the amount received 
for it when sold. 


Tariff Interpretation—Conflicting Rates 

Illinois.—Question: We understand that on Illinois State 
Traffic the same principle applies on conflicting rates as inter- 
state traffic; namely, the lowest rate published is the legal rate. 

Are we correct as to Illinois State business and can you 
cite us any decisions of Illinois Courts or Illinois Commerce 
Commissions thereon? Failing this we would appreciate refer- 
ence to federal decisions on this point. 

Answer: We are not familiar with the principles which 
govern the determination of the applicable rates where a conflict 
exists in so far as Illinois Intrastate Traffic is concerned. 

As to interstate traffic the following principles govern: 
Where the rates are published in the same tariff, the lowest rate 
is the applicable rate, if the rates were established on different 
dates, the first rate established is the applicable rate. Jewel 
Tea Co., Inc., vs. P. R. R. Co., 46 I. C. C. 314. 

Where the rates are published in different tariffs, the lowest 
rate is the applicable rate, if the rates were established on the 
same date. J. J. Badenoch Co. vs. C. & N. W. R. R. Co., 22 
I. C. C. 36. If the rates were established on different dates, the 
rate first established is the applicable rate. Conference Rulings 
Nos. 50, 70 and 104; New Albany Box and Basket Co. vs. IIl. 
Cent. R. R. Co., 16 I. C. C. 315; Sun Co. vs. T. & O. C. Ry. Co., 
52 I. C. C. 12; Dewey Portland Cement Co. vs. A. T. & S. F. Ry. 
Co.; Tliff-Bruff Chemical Co. vs. Director General, 60 I. C. C. 720. 


DISAGREE ON RICE RATES 


The Trafic World Washington Bureau 


An all-day conference on rice rates from points of origin in 
Arkansas to destinations in southern territory, in the office of 
Director Hardie, October 14, resulted in emphasizing, rather 
than smoothing out, disagreement between the carriers and 
shippers and between carriers and between shippers. The con- 
ference grew out of the allegations of the complainants in No. 
13513, Stuttgart Rice Mill Co. vs. Alabama & Vicksburg et al., 
that the carriers had not published rates in compliance with 
the report of the Commission to points other than the key points 
specified in the report. 

The question of relationship of rates as between Memphis 
and New Orleans was also raised, but Edgar Moulton, repre- 
senting New Orleans interests, objected to any consideration of 
that, contending that, while the question of relationship was in 
the case, there was no disputing that the carriers had done 
something which they contended was a compliance with the 
admonition of the Commission to align the rates from those 
points into southern territory. 

Half a dozen suggestions were made by some representa- 
tives of the Commission, some by the carriers and some by rep- 
resentatives of the shippers. But no understanding was reached 
except the indefinite one that the railroads should make changes 
if and when the shippers pointed out to them rates which could 
be shown to be out of line. Director Hardie suggested that that 
would not be an easy task in view of the fact that there was 
no agreement on the principles that should determine whether 
a rate was or was not out of line. Those attending the con- 
ference were: A. E. Hendee, Southern Railway; J. K. Dent, L. 
& N.; P. H. Goodwyn, L. & N.; M. A. Mansoni, Seaboard; W. L. 
Nichol, M. C. & St. L.; G. G. Hayes, traffic manager, Orange Rice 
Mill, Orange, Tex.; H. C. Eargle, traffic manager, Beaumont 
Chamber of Commerce; W. H. Stackelunn, Southern Pacific; 
Carl Giessow and Edgar Moulton, New Orleans Joint Traffic 
Bureau; Victor Anseman, traffic manager, New Orleans Rice 
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Millers’ Association; Willard Knobeloch and A. H. Kiskadden, 
St. Louis Southwestern; Edward A. Haid, Arkansas Rice Mills; 
H. B. Miller, Kansas City Southern; Thomas J. Burke, Charles- 
ton Traffic Bureau, and James S. Davant, Standard Rice Co. and 
Dixie Rice Milling Co., Memphis. 


CHANGES IN DOCKET 


Hearing in I. and S. No. 2512, Petroleum from Rochester, N. 
Y., to points in Delaware and Maryland, assigned for October 13, 
at Salisbury, Md., before Examiner Berry, was canceled. 

Hearing in No. 17395, American Insulation Company vs. 
Reading Company et al., assigned for October 16, at Philadelphia, 
Pa., before Examiner Berry, was canceled. 

I. and S. No. 2518 (1st supplemental order)—Leather between 
Illinois, Michigan and Wisconsin points, was set for hearing 
October 17 before Examiner Jewell at Milwaukee. 

Hearing in Finance No. 5054, application Pennsylvania 
R. R. Co. for authority to acquire control of the Western 
Allegheny Railroad Company by purchase of capital stock, as- 
signed for October 14 at Washington, D. C., before Examiner 
Brown, was postponed to a date to be hereafter fixed. 

Hearing in I. and S. No. 2518 and first supplement, Leather 
between Illinois, Michigan and Wisconsin points, assigned for 


October 17, at Milwaukee, Wis., before Examiner Jewell, was 
canceled. 


Hearing in No. 17355—Pfister & Vogel Leather Company vs. 
Erie R. R. Co. et al, assigned for October 16, at Milwaukee, Wis., 
before Examiner Jewell, was canceled. 


LOCATION OF CARS 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership of Class I roads issued by the car service 
division of the American Railway Association shows the fol- 
lowing as of September 15: Eastern district, 94.9 as against 
91.9 a year ago; Allegheny district, 102.3 as against 105 a year 
ago; Pocahontas district, 70.5 as against 82.5 a year ago; South- 
ern district, 99.1 as agdinst 93.3 a year ago; Western district, 
102.2 as against 102.8 a year ago; all districts, 98.5 as against 
98.3 a year ago; Canadian roads, 94.5 as against 93.1 a year ago. 


| ° 4 | 
| Digest of New Complaints _ 


No. 16407, Sub. 1. 
B. & O. et al. 
Rates on lime in violation of the first three sections of the act, 
from Berkeley and Martinsburg, W. V., to destinations in New 
Jersey and New York, as compared with the rates from Bain- 
bridge, Cedar Hollow and Devault, Pa. Asks rates for the 
future, and reparation in the sum of $50,000. 
No. 17396, Sub. 5. Syler & Syler, Nappanee, Ind., vs. B. & O. et al. 

Overcharge on coal from Lost Run, Ohio, to Nappanee, Ind. 

Asks reparation. 
No. ba Sub. 6. J. M. Clark Coal Co., LaFayette, Ind., vs. Wabash 
et al. 

Same complaint and prayer with respect to shipment of coal 
from MacDonald, W. Va., to LaFayette, Ind. 

No. 17396, Sub. 7. J. W. & B. D. 
Nickel Plate et al. 

Same complaint and prayer with respect to shipments of coal 
from Lackieville, Ky., to Muncie, Ind. 

No. gy Seaboard Rice Milling Co., Gaveston, Tex., vs. Santa Fe 
et al. 

Alleges complainant has been subjected to payment of rates on 
rice in carloads from points in Texas and Louisiana, with privi- 
leges of transiting and milling at Galveston, Tex., to destinations 
in Oklahoma, which were, and are, unjust and unreasonable. Asks 
reparation. 


No. or Nonantum Coal Co., Watertown, Mass., vs. Boston & Maine 
et al. 

Alleges violation of sections 1, 2, 3 and 10 of the act, in connec- 
tion with transportation of anthracite coal from points in Pennsyl- 
vania (Carbondale district) to Bemis Station in Watertown, Mass., 
because in excess of the flat Watertown rate. Asks reparation. 

No. 17460. Luten Bridge Co., Inc., York, Pa., vs. A. C. L. et al. 

Rates in violation of sections 1 and 6 of the act, on gravel from 
Montgomery, Ala., to Barney, Ga. Asks reparation . 

No. a L. D. McFarland Co., Sandpoint, Idaho, vs. Great Northern 
et al. 

Unreasonable rates on cedar poles from Sandpoint, Idaho, to 
Shingle Springs, Calif. Asks rates for the future and reparation. 

No. 17462. Handy Chocolate Co., Springfield, Mass., vs. B. & O. et al. 

Unreasonable rates, in violation of section 4, on chocolate 
coating in straight and in mixed carloads with confectionery 
and cocoa from Oak St., Mass., to Baltimore, Md. Asks rates for 
the future and reparation. 

No. va Ward Brothers, Kansas City, Mo., vs. Central of Georgia 
et al. 

Overcharge on car of watermelons from Oliver, Ga., to Kansas 
City, Mo., and diverted to Rock Island, Ill. Asks reparation. 

No. 17464. Milne Lumber Co., St. Louis, Mo., vs. Michigan Central. 

Charges in violation of section 6 of the act, and of defendants 
demurrage rules, on yellow pine lumber from Littman, Fla., to 
Louisville, Ky., and recnsigned to Detroit, Mich. Asks reparation. 

No. 17464, Sub. No. 1. Milne Lumber Co., St. Louis, Mo., vs. Wabash 
and Michigan Central. 

Alleges assessment of demurrage charges on a carload of lum- 
ber from Mann Spur, Ga., to Detroit, in violation of section 6 in 
that neither notice of arrival nor of rejection of car was given. 
Asks for reparation. 3 

No. 17467. Pittsburg Clay Products Co., Pittsburg, Kans., vs. Mis- 
souri-Kansas-Texas et al. 

Unreasonable rate on common clay from Calhoun, Mo., to Pitts- 

burg. Asks for a just and reasonable rate and reparation. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket wiil be 10ted elsewhere. 


October 19—Fort Worth, Tex.—Railroad Commission of Texas: 

‘ Finance No. 4959—A pplication of Quanah, Acme & Pacific Ry. Co. 
for a certificate of public convenience and necessity authorizing it 
to construct an extension of its line from MacBain to Floydada, 
Texas. 

October 19—Salt Lake City, Utah.—Examiner Howell: 


17299—J. G. McDonald Chocolate Co. vs. Bamberger Electric R. R. 
Co. et al. 


17288—J. C. McDonald Chocolate Co. vs. Santa Fe et al. 
October 19—Philadelphia, Pa.—Examiner Berry: 

17301—Lukens Steel Co. vs. Penn. R. R. et al. 
October 19—Cleveland, O.—Examiner Kettler: 

17311—The Medal Brick & Tile Co. vs. B. & O 
October 19—St. Louis, Mo.—Examiner Stough: 

- & S. No. 2483—Coal Southern Illinois to St. Louis, Mo., and re- 
lated points. 

October 19—Ashland, Ky.—Kentucky Railroad Commission: 

Finance No. 4966—Application of Eastern Kentucky Ry. Co., Sturgis 
G. Bates, receiver, for a certificate of public convenience and ne- 
cessity authorizing the abandonment of its railroad. 

October 19—Washington, D. C.—Examiner Marchand: 

Valuation No. 167—In re tentative valuation of the property of the 
East Jersey R. R. & Terminal Co. 

October 19—Washington, D. C.—Examiner Boyden: 

Val. Dkt. No. 496—In re tentative valuation of the property of Abi- 
lene and Southern Ry. Co. 

October 19—Washington, D. C.—Examiner Corbitt: 

Valuation No. 476—In re tentative valuation of the property of the 
Atlantic & Western Railroad Company. 

October 19—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 336—In re tentative valuation of the properties of the 
Long Island Railroad Company et al. 
October 19—Argument at Washington, D. C.: 
9200—Railway Mail Pay. 
16295—Fertilizers and fertilizer materials between Southern points. 


16335—Rates on fertilizers and fertilizer materials within the state 
of South Carolina. 


16336—Rates on fertilizers and fertilizer materials within the state 
of Alabama. 

16484—Rates on fertilizers and fertilizer materials within the state 
of Georgia. 

Fourth Section Application 4309, filed by Aberdeen & Ashboro Rail- 
road Company. (Further hearing. ) 

October 19—St. Louis, Mo.—Examiner Disque: 

10284—Fort Worth Freight Bureau et al. vs. Director General, as 
Agent, A. & S. Ry. et al. 

Fourth Section Application 12556 et al, filed by F. A. Leland, Agent. 

9702—Memphis Southwestern Investigation. 

Fourth Section Application 12615 et al., filed by F. A. Leland, Agent. 


October 20—Springfield, I1l.—Illinois Commerce Commission: 

* Finance No. 4872—Application Jacksonville & Havana R. R. Co. 
for authority to acquire and operate a line of railroad in Morgan, 
Cass and Mason Counties, Ill. 

* Finance No. 4927—Application Chicago, Springfield & St. Louis Ry. 
Co. for authority to acquire and operate a line of railroad in 
Sangamon, Morgan, Macoupin and Jersey Counties, Ill. 


October 20—Presque Isle, Me.—Assistant Director Roberts: 

Finance No. 3525—A pplication Aroostook Valley R. R. Co. for a 
certificate of. public convenience and necessity authorizing the 
construction of an extension of its line in Aroostook County, Me. 
(Further hearing.) 

October 20—Fort Worth, Tex.—Examiner Cheseldine: 
16124—Acme Brick Co. vs. A. & V. Ry. et al. 
October 20—Chicago, Ill.—Examiner Jewell: 

17190—Racine Crushed Stone Co., vs. C. M. & St. P. Ry. et al. 

17337—Racine Crushed Stone Co. vs. C. M. & St. P. Ry. et al. 


October 20—Philadelphia, Pa.—Examiner Berry: 
17339—C. F. Simonin’s Sons, Inc., vs. C. lL & W. R. R. Co. et al. 
October 20—Washington, D. C.—Examiner Fowler: 


Valuation No. 523—In re tentative valuations of the properties of the 
— & Oklahoma Western Ry. Co. and The Cheyenne Railroad 


. R. R. Co. et al. 


October 20—Argument at Washington, 


3 
13228 (and Sub. No. 1)—Mississippi Valley Iron Co. vs. Chicago & 
North Western Ry. et al. 


October 21—New Orleans, La.—Examiner Money: 
1. & S. No. 2520—Nitrate of Soda, from New Orleans, La. 
Arkansas and Oklahoma. 
October 21—Fargo, N. D.—Examiner Fleming: 
1. & S. No. 2507—Class rates between Upper Mississippi River cross- 
ings and Minn. and N. D. 
a ae y 21—Salt Lake City, Utah.—Examiner Howell. 


1. & S. No. 2508—Grain and grain products from stations on L. A. & 
S. L. R. R. to Louisiana, Oklahoma and Texas. 


October 21—Chicago, Ill.—Examiner Jewell: 
‘1. & S. No. 2515—Ashes and cinders between points on the Indiana 
Harbor Belt R. R. 
October 21—Detroit, Mich.—Examiner Kettler: 
17238—H. H. Carey Co. vs. Mich, Cent. R. R. et al. 
October 21—St. Louis, Mo.—Examiner Stough: 
17198—Milne Lumber Co. vs. D. G. H. & M. Ry. Co. 
October 21—Washington, D. C.—Examiner Hendon: 
Valuation No. 499—In re tentative valuation of the property of the 
Laurinburg & Southern R. R. Co. 
October 21—Washington, D. C.—Examiner Folsom: 


Valuation No. 515—In re tentative valuation of the property of the 
Chattahoochee Valley Ry. Co. 


Group to 


October 21—Washington, D. C.—Examiner Brinkley: 

Valuation No. 445—In re tentative valuation of the properties of 
the Grand Trunk Ry. Co. of Canada et al. 

Valuation No. 478—In re tentative valuation of the properties of 
the Grand Trunk Western Ry. Co. et al. 

Valuation No. 512—In re tentative valuation of the properties of 
the Detroit, Grand Haven & Milwaukee Ry. Co. et al. 

Valuation No. 517—In re tentative valuation of the property of the 
Pontiac, Oxford & Northern R. R. Co. 

Valuation No. 535—In re tentative valuation of the property of the 
Toledo, Saginaw & Muskegon Ry. Co. 

Valuation No. 544—In re tentative valuation of the property of the 
International Bridge Co. 

Valuation No. 545—In re tentative valuation 
the Grand Trunk Milwaukee Car Ferry Co. 

Valuation No. 546—In re tentative valuation 
the Detroit & Huron Ry. Co. 

Valuation No. 550—In re tentative valuation of the property of 
the St. Clair Tunnel Co. 

Val. Dkt. No. 327—In re tentative valuations of the properties of 
the Great Northern Railway Co. and Montana Eastern Railway Co. 

Val. Dkt. No. 52—In re tentative valuation of the property of Farm- 
ers Grain & Shipping Company. 

Val. Dkt. No. 53—In re supplemental tentative valuation of the prop- 
erty of Brandon, Devils Lake & Southern Railway Co. 

Val Dkt. No. 8&—In re tentative valuation of the reserty of Mon- 
tana Western Railway Co. 

Val. Dkt. No. 201—In re tentative valuation of the property of Min- 
neapolis Western Railway Co. 

Val. Dkt. No. 213—In re tentative valuation of the property of 
Duluth Terminal Railway Co. 

Val. Dkt. No. 218—In re Tentative valuation of the property of the 
Duluth and Superior Bridge Company. 

October 21-23—Argument at Washington, D - 


Valuation No. 331—In re tentative valuation of the property of 


Wilkes-Barre Connecting R. R. Co. 

October 22—New Orleans, La.—Examiner Money. 

— (and Sub. No. 1)—Lehigh Portland Cement Co. vs. A. & R. 

R. Co. et al. 

15960 (and Sub. No. 1)—Security Cement & Lime Co. vs. A. & R. 
R. R. Co. et al. 

16988—Oklahoma Portland Cement Co. vs. A. & V. Ry. Co. et al. 

16845 (and Sub. No. 1 to 7 incl.)—Iola Cement Mills Traffic Assn. 
et al. vs. A. & V. Ry. Co. et al. 

Portions Fourth Section Application Nos. 462, 637 and 12050 filed 
by F. A. Leland.—In re rates on cement. (Further hearing.) 

October 22—Harrisburg, Pa.—Pennsylvania Commission: 

‘ Finance No. 4687—In the matter of the joint application of the 
New York Central R. R. Co., lessee, and the Beech Creek R. R. 
Co., lessee, for a certificate of public convenience and necessity 
authorizing the abandonment of a line of railroad in Clearfield 
county, Pa. 

October 22—Meridian, Miss.—Examiner Konigsberg: 

* 17350—Planters Oil Mill vs. Y. & M. V. R. R. Co. et al. 

October 22—Chicago, Ill—Examiner Jewell: 

17164—Atmore Product Co. vs. M. S., B. & P. Ry. et al. 


October 22—Dallas, Texas.—Examiner Cheseldine: 
16997—-Boren-Stewart Co. vs. G. C. & S. F. Ry. 


October 22—St. Louis, Mo.—Examiner wow § 
17268—Bernstein-Nehmen & Co. vs. . & S. F. Ry. et al. 


October 22—New York, N. Y.—Examiner penta 
17260—The Bertha Mineral Co. vs. B. & O. R. R. et al. 
17267—Asbestos Wood & Shingle Co. et al. vs. B. & M. R. R. et al. 


October 22—Lansing, Mich.—Public Utilities Commission of Mich.: 
Finance No. 4723—In the matter of the joint . oe of the 
Grand Rapids & Indiana Ry. Co. and the Penn. R. Co., lessee, 
for authority to abandon the Jennings Branch ey that part of the 
Missaukee Branch between Veneer Junction and Michelson, Mich. 


October 22—Washington, D. C.—Examiner Johnston: 


' Valuation No. 529—In re tentative valuation of the property of the 
Pittsburgh, Lisbon & Western R. R. Co. 


October 23—Washington, D. C.—Examiner Marchand: 

Valuation No. 199—In re tentative valuation of the property of the 
Greenwich & Johnsonville Ry. Co. 

Valuation No. 296—In re tentative valuation of the Cooperstown & 
Charlotte Valley R. R. Co. and the Cooperstown & Susquehanna 
Valley R. R. Co. 

Valuation No. 328—In re tentative valuation of the properties of 
the Delaware & Hudson Co., the Albany & Susquehanna R. R. 
Co., the Rensselaer & Saratoga R. R. Co., Albany & Vermont R. R. 
Co., Rutland & Whithall R. R. Co., Saratoga & Schenectady R. R. 
Co., Northern Coal & Iron Co., the Ticonderoga R. R. Co., the 
Chateaugay & Lake Placid Ry. Co. and the Plattsburg & Danne- 
mora R. R. 

October 23—St. Louis, Mo.—Examiner Stough: 

11636—St. Louis-San Francisco Ry. Co., vs. Northern Alabama Ry. 
Co. et al. (Further hearing.) 

'.Fourth Section Application Ne 127138, et al. 

October 23—Fargo, N. D.—Examiner Fleming 
—ae Oil Company et al. vs. ‘Abilene & Southern Ry. 
o. et al. 
October 23—Chicago, Ill.—Examiner Jewell: 

17104—Armour & Co. 7 al. vs. vs. C. & N. W. Ry. et al. 

October 23—New York, Y.—Examiner Berry: 
17326—Clifton Paper *Milis va. N. Y. S. & W. R. R. Co. et al. 
October 23—Dallas, Texas.—Examiner Cheseldine: 

17230 (and Sub. No. 1)—Sames, Moore & Co. et al. vs. D. & P. S. 
Ry. Co. et al. 

October 23—Grand Rapids, ea Pet Kettler: 
17069—The Tanglefoot Co. vs. N. Y. C. R. R. et al. 
October 23—Washington, D. phe ili Boyden: 

Valuation No. 420—In re tentative valuation of the property of The 

Cumberland & Manchester R. R. Co. (Further hearing.) 
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October 23—Visalia, Calif.—Examiner Hoover: 
17294—The Lemon-Cove-Woodlake Growers & Shippers Association 
vs. Santa Fe et al. 

October 24—St. Louis, Mo.—Examiner Stough: 

*1. & S. No. 2529—Switching at St. Louis, Mo., and East St. Louis, 
Til., on between St. Louis, Mo., and suburban stations in Mis- 
souri. 

October 24—Jackson, Miss.—Examiner Konigsberg: 

17240—Jackson Traffic Bureau, for J. L. Fetterman Lumber Co. vs. 
Ill. Cent. R. R. et al. 
17219—Chess-Wymond Co. of La. et al. vs. A. & V. Ry. et al. 

October 24—Dallas, Texas.—Examiner Cheseldine: 

17354—John Deere Plow Co. vs. St. L.-S. F. Ry. 

October 24—New York, N. Y.—Examiner Berry. 

17161—Interstate Corrugated Box Co., Inc., et al. 
N. J. et al. 

October 24—Argument at Washington, D. C.: 

1. & S. No. 1885 and 1938—Brick and clay products from, to, and 
between points in Southern Territory (1 and 2). 

Supplemental Fourth-Section Order No. 8895—Brick and clay prod- 
ucts from, to, and between points in Southern Territory. 

October 26—Chicago, Ill._—Chairman Aitchison: 

* 17000—Rate Structure Investigation. 

* Ex Parte 87—Revenues in Western District. 

October 26—Grand Rapids, Mich—Examiner Kettler: 

1. & S. No. 2480—Lumber, Sault Ste. Marie, Mich., 
and Milwaukee, Wis. 

October 26—Washington, D. C.—Examiner Roberts: 

' Valuation No. 548—In retentative valuation of the property of the 
Gulf & Sabine River R. R. Co. 

October 26—San Francisco, Calif.—Examiner Howell: 

‘Il. & S. No. Lumber and related articles from South Pacific 
Coast states to Eastern Canada. 

October 26—Washington, D. C.—Examiner Law: 

Finance No. 3756—Excess income of the Gulf & Sabine River Rail- 
road Company. 

October 26—Fargo, N. D.—Examiner Fleming: 

16999—Commercial Club of Fargo, N. D., et al. 


October 26—New York, N. Y.—Examiner Berry: 
17194—Robert Blank vs. C. R. R. of N. J. et al. 

October 26—Dallas, Texas.—Examiner Cheseldine: 
17242—Lone Star Gas Co. et al. vs. Santa Fe et al. 
Portions Fourth Section Application Nos. 700 a6 702, 

Agent Leland, and Leland jointly with Agent J. 

—— 26—Jackson, Miss.—Examiner Konigsberg: 


& S. No. 2511—Transit on grain and grain products at A. & V. 
” Ry. stations. 


= 2a Cotton Oil Co., J. V. Wright, Lessee, vs. A. & V. Ry. 
o. eta 


October 26—Chicago, Ill—Examiner Jewell: 
17210—Hyman-Michaels Co. vs. A. C. L. R. R. Co. et al. 


Co. et al. 


ve. Cc. Rg. R.. a 


to Chicago, IIl., 


vs. Santa Fe et al. 


issued by 
. Tucker. 
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October 26—Washington, D. C.—Examiner Kelley: 

Valuation No. 350—In re tentative valuation of the property of the 
Elkton & Guthrie R. R. Co. 

’ Valuation No. 405—In re tentative valuation of the property of the 
Glasgow Ry. Co. 

‘ Valuation No. 456—In re tentative valuation of the properties of the 
L. & N. R. R. Co., et al. 

‘ Valuation No. 463—In re tentative valuation of the property of the 
Tennessee Western Ry. Co. 

October 26—Washington, D. C.—Examiner Hill: 

14012—Sewell Valley R. R. vs. A & O. Ry. 
17014—-Greenbrier & Eastern R. R. Co. vs. C. & O. Ry. Co. et al. 

October 26—Washington, D. C.—Assistant Director Burnside: 

Finance No. 3689—Excess income of the Dayton Goose Creek 
Railway Company. (Further hearing.). 

October 26—Washington, D. C.—Examiner Woodrow: 

Valuation No. 236—In re tentative valuation of the property of the 
Baltimore, Chesapeake & Atlantic Ry. Co. (Further hearing.) 
October 26—Kansas City, Mo.—Public Service Commission of Mis- 

souri and Public Service Commission of Kansas: 

* Finance No. 4906—Joint application St. Louis-San Francisco Ry. Co. 
and the Kansas City, Fort Scott & Memphis Ry. Co. for authority 
to abandon the so-called Rich Hill Branch. 

One 27—Jackson, Miss.—Examiner Konigsberg: 

1. & S. No. 2517—Warehousing of cotton at Mississippi Valley points, 

October 27—Fargo, N. D.—Examiner Fleming 

16827—Commercial Clubs of Fargo, N. D., et “al. vs. Great Northern 
y. et a 


16956 and Sub No. 1—The Grand Forks Commercial Club. vs. Great 
Northern Ry. Co. et al. 


October 27—New York, N. Y.—Examiner Berry: 
17320—Somerville Iron Works et al. vs. C. R. R. of N. J. et al. 
October 27—Chicago, Ill.—Examiner Jewell: 
17316—Consolidated Paper Co. vs. N. Y. C. R. R. Co. 
October 27—San Francisco, Calif.—Examiner Howell: 
17227—The Stuart S. Smith Co. vs. Santa Fe et al. 
17118—Albers Bros. Milling Co. vs. Southern Pacific Co. et al. 
October 27—Washington, D. C.—Examiner Marchand: 
Valuation No. 202—In re tentative valuation of the property of 
Chicago & Eastern Illinois Railroad. 
October 27—Montgomery, Ala.—Alabama and Mississippi Commissions: 
Finance No. 4776—Application Meridian & Bigbee River Ry. Co. for 
authority to construct a line of railroad from Meridian, Miss., to 
Myrtlewood, Ala. 
Cusber 27—Argument at Washington, D. C.: 
French Battery & Carbon Co. vs. Chicago & North Western 
Ry. Co. et al. 
October 28—Washington, D. C.—Examiner Turner: 
Finance No. 3778—Excess Income of the Jonesboro, Lake City & 
Eastern R. R. Co. 
October 28—Chicago, Ill—Examiner Jewell: 
17310—George A. Horrnel & Co. vs. C. M. & St. P. Ry. Co. et al. 
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WASHINGTON CHICAGO 
MILL§ BUILDING 418-430 8. MARKET STREET 
Phone, Main 8840 Telephone, State 8635 
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TINENTAL 


The business of shipping, with its 
many involved rates and regula- 
tions, is one which requires the 
most thorough of systems. 


For more than a quarter of a cen- 
tury Trans-Continental Freight 
has been devising ways and means 
of simplifying freight transporta- 
tion problems for its clients. 


Its smooth-running human ma- 
chinery, the savings it effects, the 
speed with which it delivers, the 
condition of shipments at destina- 
tion, and its continually growing - 
business, speak well for its success 
in achieving this end. 


Our nearest branch will gladly 
co-operate with you 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohio Portland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Kansas City, Mo. Seattle, Wash. 


Los Angeles, Cal. 
Consolidators of Machinery, Merchandise, 


Household Goods, Automobiles, etc., 
for More Than 27 Years 
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INCREASE YOUR SALES 
BY QUICK DELIVERY | 


Fast Electric Railway Freight Service 


Between all cities and towns in the 
territory shown on-the above map. 


Quick Delivery Means More Business 


For complete information write 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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Take the Shortest Cut 
to Your Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a primary step to the elimina- 
tion of waste in distribution. 


HE Pennsylvania Railroad System invites you. to 

take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and 
real money. They will furnish you with a prompt and 
efficient representation in your markets in ways which 


probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 


PES aKa En ee a 
RELIED 


Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal. Philadelphia, Pa. 

Keystone Warehouse Co., Buffalo, N. Y. 
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Introducing Engine No. 2030 


This new engine, a five hundred ton king of the rails 
and the largest and most powerful steam railroad locomo- 
tive ever put in service by any railroad in the Northwest, 
is the first of four mammoth locomotives ordered by the 
Great Northern for special freight service on the Kalispell 
Division between Cut Bank and Whitefish, Mont. 

Shown with this engine is one of the new box cars, No. 
39195, recently completed by the Great Northern Shops 


in Superior, Wis. This car is 50 feet 6 inches long, 9 feet 
2 inches wide and ten feet high with a maximum loading 
capacity of 151,600 pounds. 


In line with a policy inaugurated by James J. Hill 
many years ago, the Great Northern has been carrying 
on a consistent program of betterment scientifically 
planned to increase the operating efficiency of its pas- 
senger and freight transportation system. 


The New Oriental Limited 


is an outstanding example of what this policy has accom- 
plished for the passenger carrying service of the North- 


west. 
The advent of-these four locomotives of the type of No 


Finest Train to the Pacific Northwest—No Extra Fare 


2030 and box cars similar to No. 39195 comprise the 
latest link in this chain of improvement designed to give 
industry in the Northwest an improved freight carrying 
service. 


For information about the Great Northern’s Through Merchan- 
dise Cars to the Northwest or any other particulars of the Freight 
Service, address any Great Northern representative or write 


ST. PAUL, MINN. 
G. H. Smitton 
Freight Traffic Manager 


HELENA, MONT. 
L. B. Woods, Assistant General 
Freight and Passenger Agent 


SEATTLE, WASH. 
M. J. Costello 
Western Traffic Manager 


Great Northern Railway | 
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WORLD 


OPERATING 


INTERSTATE TERMINAL WAREHOUSES, Inc. 
Cleveland, 
NORTH PIER TERMINAL CO., Chicago 
(Subsidiary Interstate Terminal Warehouses, Inc,) 
INDIANA REFRIGERATING CO., Indianapolis 
(Subsidiary Interstate Terminal Warehouses, Inc.) 
CINCINNATI TERMINAL WAREHOUSE 
Cincinnati 
MICHIGAN TERMINAL WAREHOUSE 
Detroit 


INDIANA TERMINAL WAREHOUSE 
Indianapolis 


SIX REASONS WHY 


National Terminals Corporation 
Can Serve You Best 


mare eee 


SP ne ern 


worth PIER 
vemwimal CO 


NORTH PIER TERMINAL , CHICAGO, 


[INDIANA 
|REFRIGE RATING iG CO! 


% INDIANA \ saat WAREHOUSE, 


INDIANAPOLIS 


Brokers’ Offices «+ General Storage - Cold Storage - Forwarding - Distributing 


Executive Offices 


240 South Pennsylvania Street 
INDIANAPOLIS, IND. 


Chicago Office 
589 East Illinois Street 
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